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When it’s time to move beef cattle from the grassy ranges of the North- 
west to feed lots and markets, cowboys like Frank Waldhauser (top 
picture) ride right along with the steers in special Northern Pacific 
cattle trains. Last year these cowboys helped move more than 15,000 
Ri carloads of cattle over the Northern Pacific Railway from Minnesota, 
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North Dakota, Montana, Idaho, Oregon and Washington —enough 
beef to feed 1,058,924 soldiers for a whole year! 

This year, as army, navy, lend-lease and civilian needs become {| 
greater, still more fine beef is rolling to market over the Northern \ 
Pacific Railway — Main Street of the Northwest! 
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OrPFICIAL 
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DECATUR is privileged to be doing a tremendous job 
of transportation for Victory. Practically every 
load is a war load these days ... and we're speed- 
ing the goods in a thousand directions over a mid- 
west transportation system second to none in the 
country. ... You, too, can count on DECATUR with 
its enormous facilities, its countless modern equip- 
ment, and its widespread network of interlinking ¢er- 
minals to take what you make to where it's needed 
most... swiftly and safely. Call DECATUR... 
see for yourself why they say: "FOR SHIPMENTS 
MIDWEST, DECATUR IS BEST." 
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“| The only victor over General Mud | 7 


When storms or snow stop all gooverseas. Our nation’s arma- nd essentials for our everyday 


other carriers, railroads carry on. ment, pouring forth in mighty living—are proving the reliability of 


volume, uses railroad transporta- General American Transportation 


It was true in Russia when armies tion, ready to speed it on the way. _ Service and construction. 


bogged in mud—and freight trains 


brought up foods, and fuels, -_ The General American Transpor- 
weapons for the next offensive. 


tation fleet of 55,000 specialized 
It’s equally true here. Manyaplane _ freight cars is a working teammate 
travels first by train—motor, wings, Of the railroads. Tank cars, refri- 
and fuselage. Tanks by thousands, _ gerator, milk, and stock cars— 
half tracks, jeeps, roll over rails to carrying raw stuffs for war industries A SYMBOL OF INTEGRITY FOR OVER 40 YEARS 


GENERAL AMERICAN TRANSPORTATION CORPORATION 
Chicage 


BUILDERS AND SUPPLIERS OF RAILROAD FREIGHT CARS 
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There is considerable loose thinking and talking 
about the third term and the fourth term for the 
President of the United States. Some seem to think that 
the people have no right to elect a president for more 
than two terms. Of course, the people have a right to 
anything they want. The people rule—or should rule. 
If they want President Roosevelt for four terms, or 
for life, or if they wish to make him King, their wish 
should prevail. They are entitled to anarchy or Nazism 
or anything else they desire. And, assuming violently, 
for the sake of the argument, that Franklin Roosevelt 
is the best man in the country for the job—in fact, the 
oly man that can properly fill it—then why not a 
fourth term for him—or for any other man who may 
later meet those specifications? 

The trouble is that the people do not decide. A man 
in the presidential chair decides that he wants a third 
ora fourth term. There is no way of knowing whether 
amajority of the people agree with him. So he and his 
confederates, with all the political power that the hold- 
ing of that high office for eight years—or twelve years 
—accumulates, set about it to rig the machinery for a 
third or a fourth nomination from the party. They can 
do it and they have done it. Then the “people” have 
nly a choice between that third or fourth term candi- 






























A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
hiased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
Principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 















; Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 
Problem by the board created by Congress to make recom- 
mendations for legislation. 







The Fourth Term 


OUR PLATFORM 
(THE LONG HAUL) 


date and someone else—maybe a weak brother—nomi- 
nated by the other party. They reelect the incumbent— 
and that is called a mandate from the people! 

One of the arguments for a fourth term for Roose- 
velt is that we are now at war and, if he is thrown 
out of office, our enemies will conclude that there is 
lack of unity here and a disapproval of carrying on the 
war. Of course, if there were a legal limitation of two 
terms for the President of the United States, no such 
question could arise, but why should it arise anyhow? 
If Mr. Schickelgruber drew any such conclusions from 
the defeat of President Roosevelt he would soon find 
out his mistake, wouldn’t he? Though he sometimes 
acts like one, he is not exactly a fool. The man who 
defeated Roosevelt for the presidency would have to 
be one committed to winning the war—and he might 
even do a better job at it and inspire more fear in 
Germany and Japan than Franklin himself. 

A fourth term for President Roosevelt or for any 
other man in that office is indefensible in either war 
or peace time unless it could be determined by some 
process that has not yet been set up in our political 
economy that the majority of the people wanted him 
nominated as the one man competent to deal with the 
situation confronting the nation. Do the “people” thus 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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want Roosevelt, or are they just being ‘‘worked”’ by a 
lot of scheming politicians? If they do, they should have 
him—though that would only prove them wrong. 


We have an idea to offer to President Roosevelt 
for what it may be worth—and we think that is a good 
deal—for establishing a food policy, not only in this 
country and in aid of foreign countries now, but for 
the same purposes after the war. It is that he appoint 
Herbert Hoover his commissioner, with what help he 
may need, to make the necessary surveys and recom- 
mendations. We know of no one as well qualified by 
ability and experience to do the job and no one in 
whose report there would be more public confidence, 
regardless of politics. His recommendations might not 
be adopted in whole or in part either by our adminis- 
tration or by our allies, but he could make the situation 
plain and lay down principles that would be wise. But 
will Roosevelt do that or anything like it? Not at all. 
The situation will continue to be dealt with by poli- 
ticians and crackpots whose ideas are worth nothing. 


Well, it seems that, no matter what inconveniences 
the ordinary traveling public must put up with, Presi- 
dent Roosevelt, as indicated by his letter to ‘Dear 
John” Pelley, was well looked after on his recent trip 
to Mexico. Democracy or no democracy, we must take 
care of the higher ups. We are intrigued, by the way, 
by F. D. R.’s use of first names. First names are for 
friends, who use them interchangeably, or for older 
men to younger ones, or, by custom, for servants. We 
wonder what Mr. Roosevelt has in mind when he uses 
them. Self-respecting persons resent being called by 
their first names by some one who obviously does it 
because he thinks he is above them in the social or 
business scale. Even reporters, who seem to delight in 
President Roosevelt’s “friendliness” in thus talking 
down to them, were “Mr.’”’ when Woodrow Wilson was 
in the White House. 


Strikes Against Government 
President Roosevelt has denied the right of men 
to “strike against the government” and the doc- 

trine seems to have been pretty generally accepted as 

sound, but on what is it based? Certainly, on no law 
and, it seems to us, not necessarily on justice or com- 
mon sense. 

Suppose the men in a certain plant or industry 
essential to the war program have a grievance that they 
believe is warranted and that they are unable to adjust 
with their employers. They strike. The government’s 
only remedy thus far has been to step in and run the 
business so that war production will not cease. If the 
men continue to be recalcitrant they are then “striking 
against the government.” Suppose, for the sake of the 
argument, their cause is really just. Are they, then, to 
submit to injustice merely because the ‘commander in 
chief” says they must? Aren’t we going a little far with 
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that commander in chief stuff? When the governmen 
takes over a plant or an industry that is having labo 
troubles it is generally unfair to the owners of tha 
plant or industry and it may also be unfair to th 
workers. 

Certainly, there should be some way by which 
government, in time of war, could prevent men from 
halting production by striking, but that way does not 
lie in the arbitrary courses now being adopted without 
warrant of statutory law. Congress should deal with 
the subject with its gloves off—but that is a thing poli. 
ticians in Congress or in the administrative branch of 
government have refused to do. Our own idea, whic 
we have expressed before, is that labor or anything o 
anybody else necessary to the winning of the wa 
should be subject to draft, just as the fighting force is 
If that were the law there would be less inclination to 
strike or to slow up work. 



























Roosevelt Praises Railroads 


John J. Pelley, president, Association of American Rail: 
roads, has received from President Roosevelt the following let. 
ter relating to his recent rail travel in connection with his trip} : 
to Mexico: 









Dear John: 

I want to send you this personal note to tell you what a fine trip 
I had through the south and southwest and to thank you, and through 
you, the members of the Association of American Railroads for the 
very excellent job which they did all along the line. I realize the 
enormous amount of work entailed in a trip of this kind, but I want 
you to know that the trip was completed without a hitch. 

With my grateful thanks to you and all those who helped to make 
this trip an enjoyable one, 

Very sincerely yours, 
(s) Franklin D. Roosevelt. 


Mr. Pelley replied that it was a pleasure to learn the Presi- 
dent had had such a fine trip and that it was gratifying to have 
his advice “as to the excellent and satisfactory manner in which 
the railroads handled the movement so as to make this pos 
sible.” 

“IT know I need not assure you that it will be a pleasure 
on the part of the personnel of all the lines involved to know 
that you had a comfortable and enjoyable trip, and it is like- 
wise a pleasure on my part to have the opportunity of convey- 
ing your message of appreciation to them,” added Mr. Pelley. 


RAIL PASSENGER STATISTICS 


Passenger revenues of Class I steam railways, exclusive of 
switching and terminal companies, totaled $61,599,105 in coaches 
and $41,126,000 in parlor and sleeping cars for February, 1943, 
as against $24,997,979 and $25,868,124, respectively, for Febrv- 
ary, 1942, increases of 146.4 and 59 per cent, according to 4 
compilation by the Commission’s Bureau of Transport Eco- 
nomics and Statistics of passenger traffic statistics, other than 
commutation, statement M-250. 

For the two months ended with February, 1943, passenger 
revenues amounted to $123,970,599 in coaches and $85,621,151 
in parlor and sleeping cars as compared with $50,785,210 and 
$51,651,330, respectively, for the like period of 1942, increases 
of 144.1 and 65.8 per cent. 

Revenue passengers carried for February, 1943, totaled 
34,989,637 in coaches and 4,179,851 in parlor and sleeping cals 
as against 18,471,065 and 2,971,093, respectively, for February) 
1942. For the two months ended with February, 1943, revenucy 
passenger carried totaled 71,281,547 in coaches and 8,782,700) 
in parlor and sleeping cars as compared with 38,541,587 andy 
5,919,480, respectively for the like period of 1942. 























TRUCK RATE INCREASE 

The Commission assigned for hearing at 9:30 a. m., June 22; 

at Hotel Sherman, Chicago, Ill, before Examiner Tobias 

Naftalin, I. and S. M-2240, Minimum Charges in Centra 

Territory, involving tariffs of the Central States Motor Freight 

Bureau, Inc., and others, naming a minimum charge of $1.2 
for each shipment (see Traffic World, May 29, p. 1267). 
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Johnson Motor Rights Purchase 


The Commission, division 4, by a report and order in MC 
F-2089, Moshassuck Transportation Co.—Purchase—J. F. John- 
son Transportation Co., Inc., has authorized the purchase of 
Moshassuck of the operating rights of Johnson Transportation 
Co., Inc., of Paterson, N. J., covering common carrier rights as 
to general commodities, over irregular routes, between points 
and places in Nassau, Queens, Kings, New York, Richmond, 
and Rockland counties, N. Y., and described areas of West- 
chester county, N. Y., and of New Jersey, within 40 miles of 
Paterson. Johnson Transportation served a small portion of 
the New York territory served by Moshassuck, the report said, 
and that if the granted authority was exercised, Moshassuck 
would be expected to preserve the separate nature of its reg- 
ular-route and irregular-route operations, with no enlargement 
of the operating rights involved, or the performance of through 
transportation under the unified rights greater in scope than 
had been possible through interchange between these carriers 
under separate ownership. 


Moshassuck, the report said, had not enjoyed satisfactory 
relations with connecting carriers at New York city, where 
shipments destined to points in the territory involved in the 
instant purchase, had been interchanged. As a result, its freight 
was not being rehandled with reasonable despatch, it said. 
Under the proposed unification, said the report, the necessity 
for physical interchange at New York city would be eliminated 
and early delivery of merchandise to consignees in the Johnson 
territory would be effected. In conducting the unified opera- 
tions involving a joinder of regular-route and irregular-route 
rights, it said, Moshassuck intended to move traffic through 
New York city as a gateway in conformity with the principles 
enunciated in Carolina Freight Carriers Corporation—Purchase 
—Edmunds, 36 M. C. C. 259, and other cited cases. New York 
appeared to be a natural gateway, the report said, and would 
not involve circuitous routing. 


The report said that Moshassuck, a Rhode Island corpora- 
tion, was controlled through ownership of 85 per cent of its 
stock by Dawson Ditt, its president, and Moshassuck, in turn, 
owned the entire outstanding capital stock of Rhode Island 
Despatch, Inc., a freight forwarding company. At the Com- 
mission, it was said that the question of the legality of such 
control of a freight forwarder by a motor carrier had been 
“posed, but not yet answered,” and that this question, and the 
need for clarification of the provisions of section 411(c) and 
411(g) of the act, were being considered by the Commission’s 
legislative committee. It was said that the question of control 
of a freight forwarder by officers, directors, or owners of mo- 
tor common carriers would also be posed by the proceeding in 
Ex Parte No. 155, Ownership of Stock in Freight Forwarders, 
an investigation instituted by the Commission, division 4, pur- 
suant to section 411(d) of the act (see Traffic World, May 29, 
p. 1271). 
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Aeme Forwarder Permit 


Dealing again with what it characterized as a fundamental 
question of whether a freight forwarder should be granted a 
permit authorizing it to forward property from points beyond 
the consolidating points to points beyond the break-bulk points, 
the Commission, division 4, affirmed that right in a report, 
order, and permit in FF-72, Acme Fast Freight, Inc. Freight 
Forwarder Application. In that decision, it found Acme to be a 
freight forwarder subject to part IV of the act, and granted 
Acme authority to forward commodities generally between all 
Points in the United States. 


Acme, the report said, did not consolidate carload or 
truckload shipments at each of the nearly 200 stations and 
agencies it maintained in 32 states, but did consolidate less- 
than-carload and less-than-truckload freight at many points 
throughout the United States, referred to as car loading points. 

€se consolidated shipments, it said, were transported by 
common carriers by railroad, motor vehicle, and by water, for 
cme, as consignor and consignee, to many distribution points 
throughout the country. It was clear, the report said, that the 
actual transportation performed by Acme “supports its broad 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 


holding out to forward commodities generally between all 
points in the United States.” 

The question of authority to forward property from points 
beyond the consolidating points to points beyond the break-bulk 
points, the report said, had been dealt with in Republic Car- 
loading & Distribution Co. Inc., Application, decided March 
22, 1943, and the same ruling was followed here in granting 
that authority (see Traffic World, April 3, p. 783). However, 
the report said, in reaching this conclusion it did not pass on 
the question of whether Acme’s method of issuing bills of 
lading did or did not fully comply with the provisions of section 
20 (11) and (12), which, it said, were incorporated in part IV 
by section 413, or with any other provision of the act. 

Section 413 provides that, when the serivces of a common 
carrier by motor vehicle subject to part II of the act are 
utilized by a freight forwarder such carrier may, with the con- 
sent of the forwarder, execute the bill of lading or shipping 
receipt for the freight forwarder, and accept a receipt for 
delivery on the delivery receipt of the forwarder. The report 
pointed out that in some instances, but not always, shipments 
which were transported to the consolidating points by common 
carriers by motor vehicle which had established joint rates with 
Acme moved on joint through bills of lading issued by the 
originating motor carriers, adding that “when shipments trans- 
ported to the consolidating points are not moving on joint 
through bills of lading issued by the originating motor carriers, 
Acme, upon receipt of the shipments, issues its bill of lading to 
the shipper from point of origin to point of ultimate destination 
and assesses its through rate between those points.” 


Nicholson Transit Water Rights 


The Commission, division 4, by a report and order in W-732, 
Nicholson Transit Co. Contract Carrier Application, embracing 
No. 28678, Nicholson Universal Steamship Co. vs. Nicholson 
Transit Co., has found the applicant’s operations to be those of 
a common carrier. The Commission also found that the appli- 
cant was in bona fide operation on the statutory date as a 
common carrier by water, with self-propelled vessels, in the 
transportation of commodities generally, between ports and 
points on Lake Superior, Lake Michigan, Lake Huron, Lake 
Erie, and inter-connecting waterways, not including the New 
York state canal system. In No. 28678, the Commission found 
the assailed service and rate on automobiles between Detroit, 
Mich., and Duluth, Minn., not shown to be unlawful in any 
respect, and dismissed the complaint. 

In finding Nicholson to be a common carrier, the report 
said that, prior to the passage of the Transportation Act of 
1940, most transportation was performed by Nicholson under 
verbal agreements for each individual shipment. After the 
passage of the act, it said, “so-called written contracts were 
made before any transportation was performed. In effect, these 
contracts were nothing more than offers of service, the shippers 
not being bound in any respect. Furthermore, the mere existence 
of individual agreemnts do not establish applicant’s status as 
that of a contract carrier because all transportation is per- 
formed pursuant to some kind of a contract.” There was little 
difference, it said, between Nicholson’s service and that of 
competing common carriers according to the applicant’s wit- 
nesses, who had said that the company held itself out to trans- 
port for any shipper that could meet its qualifications. 

As to applicant’s claim of exemption under section 303(b) 
for certain transportation of bulk commodities performed by it, 
the report said that it would adhere to the conclusions reached 
in W-773, Columbia Transportation Co. Contract Carrier Appli- 
cation, decided March 22, 1943. In that decision, the Commis- 
sion exempted the transportation of propery in full cargo lots 
for one shipper, following federal court decisions, and the 
practice of the Maritime Commission in its administration of 
the Intercoastal Shipping Act, 1933 (see Traffic World, April 3, 

. 783). 
In dismissing the complaint against the minimum charge of 
$18 levied by Nicholson on automobiles between Detroit and 
Duluth, where the unit was not over 20 feet in length, the report 
compared this rate with rates on which automobiles moved on 
competing lines, ranging from $25.50 to $30.50, and said that 
the mere fact that Nicholson’s charge was lower than that of its 
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competitors did not establish that it was unlawful. The report 
quoted Limerock from Sugar Factory, Utah, to Idaho, 231 
I. C. C. 278 to the effect that carriers had a right to initiate 
rates within the zone of reasonableness, subject, of course, to 
the condition that no other provision of the law was violated. 


B. & O. Trust Certificates 


The Commission, division 4, Commissoiner Porter dissent- 
ing, by a report and order in Finance No. 14208, has granted 
the B. & O. authority to assume obligation and liability in re- 
spect of not exceeding $3,500,000 of B. & O. equipment trust 
certificates, series M, to be issued by the Girard Trust Co. as 
trustee, and sold at 100.125 and accrued dividends. After re- 
viewing the terms of the trust, and the debt retirement pro- 
gram of the B. & O. for the past two years, the report said 
that it appeared that the applicant was continuing in 1943 its 
practice of debt retirement, “and that the amount already 
retired, and which will be retired, not only exceeds the $3,500,- 
000 of equipment-trust certificates involved in this application, 
but will also exceed $10,760,000, the entire amount of certif- 
icates provided for in equipment trust, series M. In view of 
this continued reduction in debt we are of the opinion that the 
authority sought herein should be granted.” 

In his dissenting opinion, Commissioner Porter said that 
this was a type of financing to which he could not give his 
approval, “because it involves a threat to the future of the 
preferred position enjoyed by equipment trust certificates, the 
single class of railroad securities which always has enjoyed a 
preferred position in the market, survived intact depressions, 
receiverships, and bankruptcies.” 

The applicant, he said, proposed to evidence the purchase 
price of equipment by interest-bearing debt. If this practice 
became general, he said, it would only be a question of time 
until the favored investment position now enjoyed by equip- 
ment trust certificates would be greatly impaired, if not lost. 
This was evidenced, he said, by the fact that only one firm out 
of 29 bankers, brokers, and insurance companies solicited sub- 
mitted a bid, despite the three-per cent coupon, which, said he, 
was the highest rate in any such proceeding recently. This bid, 
he said, 100.125 per cent of par and accrued interest, was equi- 
valent to an approximate annual cost of 2.98 per cent. Com- 
missioner Porter's dissent continued: 


Since Nov. 1, 1942, we have approved the assumption of obligation 
and liability in respect to $30,110,000 of equipment-trust certificates, 
representing 76.7 per cent of $39,240,706, the cost of the equipment 
to be purchased, or an initial cash payment of $9,130,706. These cer- 
tificates bore coupon rates varying from a low of 1% per cent to a 
high of 2% per cent and were sold at prices ranging from a low of 
99.091 to a high of 100.771 with an effective average annual rate of 
2.03 per cent for the total amount issued, which may be compared 
with the effective cost to the applicant of 2.98 per cent on its proposal 
to make no initial cash payment. 

In an attempt to justify this proposal the applicant states that 
it has purchased through its wholly owned subsidiary, the New York 
Transit and Terminal Company, Ltd., $68,759,350 principal amount of 
system bonds and notes and that expenditures of this character will 
result in greater savings than would be produced from the making 
of an initial cash payment in respect to the proposed equipment trust. 
As the debt retirement has been made, any savings resulting there- 
from already have been achieved and can in no way justify the un- 
necessarily expensive financing here proposed, especially by an appli- 
cant which in 1938 had to seek our aid in obtaining relief from its own 
creditors. See Baltimore & O. R. Co. Financial Adjustment, 230 I. C. C, 
243. 

Furthermore, on the basis of a 20 per cent cash payment, $700,000, 
and the current effective interest rate of 2.03 per cent, the applicant 
would save approximately $252,800 in interest payments during the 
life of the proposed certificates, which is equivalent to a return of 
nearly 3.6 per cent on the initial cash payment. 

Under the conditions presented, I cannot find that the proposed 
assumption of obligation and liability as requested by the applfcant is 
compatible with the public interest or reasonably necessary and ap- 
propriate therefor. 


Details in explanation and justification of the Baltimore & 
Ohio’s proposal to issue presently $3,500,000 of series M equip- 
ment trust certificates, part of an intended issue of $10,767,- 
244.80, were contained in a letter from R. L. Snodgrass, vice- 
president of the B. & O., to Oliver L. Sweet, director of the 
Commission’s Bureau of Finance. Director Sweet had asked 
for additional information. 


Mr. Snodgrass stated that the road, for the years 1941 and 
1942, had retired a total of $18,558,255 of equipment oligations, 
bonds, and other forms of indebtedness, divided as follows: By 
operation of sinking funds, at maturity, $3,000,000, and prior 
to maturity, $1,148,700; otherwise retired, $14,409,555. 

The exact details of debt reduction for 1943 had not been 
worked out, said Mr. Snodgrass. Earlier in the year, he said, the 
company issued two invitations for tenders and accepted ten- 
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ders covering $68,759,350 principal amount of system bonds ang 
notes. Those tenders, said he, were assigned to a subsidiary 
New York Transit & Terminal Co., Ltd., which company bough; 
the bonds and notes covered by the accepted tenders. Of theg 
bonds and notes, he said, $5,002,000 principal amount were so}; 
May 3 to the sinking fund created under the 1938 plan, ang 
that those notes had been canceled. The balance of the bond 
held by the subsidiary, said he, were available for sale to the 
sinking fund, and that it was contemplated that at leas 
$25,000,000 principal amount of bonds would be acquired from 
the subsidiary by the sinking fund during the year. That amount 
would include at least $4,772,000 of refunding and genera] 
mortgage bonds, series F, he said, adding that no new secur. 
ties would be issued to replace or refund retired securities. 

Replying to a request by Mr. Sweet that the B. & O. justify 
the 3 per cent dividend warrant rate on the proposed Series y 
certificates, in view of lower rates on more recent issues of 
other roads, Mr. Snodgrass said recent equipment trust cer. 
tificate issues by other roads ‘‘would be 2 to 2% per cent, and 
the effective rate would probably be approximately 2 per cent," 
However, said he, the amount of the down payment on the 
B. & O.’s proposed trust would be approximately $2,000,00 
and that this amount would buy $4,772,000 of the refunding 
and general mortgage series F bonds. The annual interest say. 
ing, he said, would be $238,600 and the saving for 10 years 
would be $10,386,000, or $620,500 more than the dividend “which 
will be payable on the 3 per cent trust certificates for the same 
period,” and $1,797,500 more than the difference in cost between 
the 3 per cent and the 2 per cent trusts. Over the whole life 
of the bonds, he said, on a 6 per cent discount basis, the interest 
saving, less the interest for 10 years on the 3 per cent certifi- 
cates, would be $2,495,980. He pointed out that the sale of a 
100 per cent trust bearing a 3 per cent dividend rate was very 
advantageous to the company, aside from the reduction in debt, 
“primarily by reason of the fact that its bonds bearing high 
interest rates, are selling at substantial discounts.” 

Mr. Snodgrass also pointed out that bids had been re- 
quested on $3,500,000 of certificates and that subject to ap- 
proval, the company had accepted a bid of 100.125, adding that 
the company believed “that this represents a definite step in 
advance in railroad financing. So far as we are aware the public 
never before bid on a 100 per cent trust.’”’ The company, said 
he, was preparing an application for a certificate of necessity 
under section 124 of the Internal Revenue Code for authority 
to amortize the total cost of the equipment over a 5 year period. 

In answer to Mr. Sweet’s final question, Mr. Snodgrass 
attached an exhibit to his letter showing the eqiupment to be 
acquired under the total proposal of $10,767,244.80, as follows: 
23 freight locomotives, 15 switching locomotives, and 965 50-ton 
composite hopper cars. 










B.W.&N. Y. S. STOCK ISSUE 


In a report in MC F-2101, Boston, Worcester & New York 
Street Railway Co., Issuance of Stock, the Commission, division 
4, has authorized issuance of 7,133 shares of preferred stock 
and 11,947 shares of common stock of par value $50 each, in 
exchange for a like number of shares of capital stock outstand- 
ing of par value $100 each, subject to condition that applicant 
cancel all its capital stock reacquired by it and present held in 
its treasury. 

The report pointed out that applicant, a Massachusetts cor- 
poration, was organized No. 2, 1927, with authorized capital 
stock of $2,026,000, comprised of shares having par value $100 
each, acquiring street railway and motorbus properties formerly 
owned by the Boston & Worcester Street Railway Co.; that in- 
creased use of motor busses caused applicant to abandon its 
street railway properties, and said effectuation of the exchange 
plan would result in a reduction of applicant’s authorized cap- 
ital stock from $2,026,000 to $1,008,000 ‘and the possible 
cumulative dividends on the preferred stock would be brought 
more nearly in line with normal earnings.” The latter, it added. 
together with the reduction “in the present deficit,” would make 
for a sounder financial structure, and enhance applicant’s credit 
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CRANDALL MOTOR PURCHASE 


By a report and order in MC F-2120, Railway Express 
Agency, Inc.—Purchase—Charles W. Crandall, the Commis 
sion, division 4, has authorized purchase by Railway Express 
of the operating rights and property of Charles W. Crandall, 
doing business as Palms Springs Stage & Express Co., of Palm 
Springs, Calif. The purchase involved general commodity, com- 
mon carrier rights between Palm Springs and White Wate! 
Station (Palm Springs Station), Calif., with no service to and 
from intermediate points, corresponding intrastate rights, and 
four trucks. Quoting the language contained in the decision In 
MC F-1826, Railway Express Agency, Inc.—Purchase—Maurice 
Carl Mayhew, decided May 30, 1942, the report said that, as 
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” subsiding the express agency was controlled by carriers by railroad, the 


yiso of section 5(2)(b) was applicable and that, under the 
~. rae Prcumstances described, the express agency would be able to 
- steady solg| Use motor vehicle service to public advantage, adding that ‘as 
38 plan yendee is merely an instrumentality of the railroads, it follows 
of the heal that the purchase indirectly would enable the railroads con- 
- sale to th trolling it to use service by motor vehicle to public advantage 
at at te... in their operations.” In arriving at its conclusions, the Com- 
‘quired took mission said that consideration had been given to the applicable 
That amount| matters enumerated in section 5(2)(c). 











ee a CONSOLIDATED FREIGHTWAYS NOTES 

curities, The Commission, division 4, by a report and order in 
& O. justify} Mc F-2123, Consolidated Freightways, Inc.—Issuance of Notes, 
sed Series y| has denied the application of Consolidated for authority to 
nt issues of| issue Short-term notes in net amount not exceeding $500,000 


outstanding at any time. 

The report said that in Consolidated Freightways, Inc.— 
Stock, 36 M. C. C. 131, the Commission had approved a re- 
vision of the applicant’s capital structure and issuance of a 
six-year promissory note for $600,000, on a finding that Freight- 
ways needed additional working capital, and had expressed the 
view that the debt should be discharged within one year. 

Applicant had for some time “received record earnings,” 
said the report, its net income for 1940 and 1941, after pro- 
vision for income taxes, having exceeded $100,000. While the 
average time elapsed between performance of transportation 
on government bills of lading and the presentation of bills for 
the freight charges was 41 days, based on transportation per- 
formed in November, 1942, the report said that ‘apparently 
such bills are not rendered as promptly as are applicant’s other 
accounts.” If applicant was able to effect further reduction in 
the time elapsed, contributing factors, it said, having been the 
slowness of agents in securing necessary supporting documents 
and lack of experienced rate clerks, there would be a reduc- 
tion in the number of days before payment was received. 

In view of the applicant’s favorable net income for 1940, 
1941, and 1942, the report said, there was no sufficient explana- 
ton for the applicant’s lack of cash for working capital, and 
no justification for resort to the proposed issuance of short- 
term notes with a resulting increase in its fixed charges up to 
$25,000 annually. 
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BOSTON TOW BOAT DECISION 


The Commission, division 4, by a report, certificate, and 
order in W-412, Boston Tow Boat Co. Contract Carrier Appli- 
cation, has found the applicant’s operations to be those of a 
common carrier, and has denied an application for exemption 
under the provisions of section 303(e). Applicant was found to 
be entitled to continue operations as a common carrier by tow- 
ing vessels in the performance of general towage, between ports 
and points on the Atlantic coast north of and including New 
York harbor and contiguous harbors, and tributary waters 
other than the Hudson River above the New York harbor area 
and the New York state canal system. 

While most of the operations performed by the applicant 
were exempt from regulation, the report said, “we, nevertheless, 
must consider its operations as a whole in order to determine 
the status and scope of its operations on and since the ‘grand- 
father’ date.’”” The applicant had claimed the status of a con- 
tract carrier, it said, but admitted that it performed towage for 
anyone, provided the person offering the work was satisfactory, 
ithad towboats available, weather conditions were suitable, and 
the rate to be charged and other necessary arrangements were 
agreed upon with the person offering the work. On these facts, 
the report said, “we conclude that applicant’s operations are 
those of a common carrier...” 

The services of the applicant solely within the limits of 
Boston harbor, or between places in contiguous harbors, were 
exempt under section 303(g), the report said. No determination 
of the Boston harbor limits had been made by the Commission, 
it said, but that, until such determination was made, “applicant 
may continue to consider such harbor limits as including points 
Within the limits of Egg Rock, now or formerly known as 
Nahant Rock or Nahant Head, on the north, and Point Aller- 
ton, on the south.” 

Commissioner Miller dissented in part, as to the grant of 
authority with respect to ports and points south of Massachu- 
setts to and including New York harbor. 
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WEST MEMPHIS SWITCHING PRACTICE 
The Comm‘ssion, division 3, by a report and order in No. 
28830, K. H. Francis and S. G. Swaim, Co-Partners dba West 
Memphis Compress Co. vs. Chicago, Rock Island & Pacific 
Railway Co. (Frank O. Lowden and Joseph B. Fleming, Trus- 
tees), has found not unreasonable, unjustly discriminatory or 
unduly prejud‘cial rates on cotton and cotton linters (carloads 
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and any-quantity), and bagging, ties, machinery, lumber, paint, 
and other commodities not mentioned, in carloads, between 
West Memphis, Ark., and points in southwestern, southeastern, 
Central Freight Association, and New England territories. No 
evidence as to the unreasonableness of the rates was presented, 
the report said, or as to discrimination or prejudice in connec- 
tion with any of the rates except those on cotton and cotton 
linters, and that no documents were presented to establish a 
basis of reparation. 

The testimony was confined principally, the report said, to 
a charge for switching to and from the complainants’ compress, 
located on a switch track leading to the Hulbert, Ark., yards. 
The report said that the evidence of record was insufficient to 
warrant requiring the St. Louis-San Francisco Railway Co., 
and the Missouri Pacific Railway Co., to use the terminal or yard 
facilities of the Rock Island at Hulbert, to serve complainants’ 
compress, or to absorb the switching charges of the latter car- 
rier. The complaint was dismissed. 

The complaint in substance, said the report, was that a 
competing compress at West Memphis might compress ship- 
ments of cotton originating on the Rock Island, the Missouri 
Pacfic, or the Frisco, without payment of a charge for switch- 
ing, whereas complainants must pay a charge for switching to 
and from their compress on all shipments of cotton originating 
either on the Missouri Pacific or the Frisco, under agreements 
between the three railroads (see Traffic World, Dec. 5, p. 1341). 


HALL-PERRY PURCHASE AND MERGER 


The Commission, division 4, by a report and order, has 
disposed of the “related matters and affiliated interests” in 
MC F-895, Perry Truck Lines, Inc.—Merger—Hall Motor 
Freight Co.; Purchase—Jack Perry, embracing MC F-1919, 
L. E. Alff, et al—-Control—Colo-New Mexico Express, Inc.; 
E. G. Perry, et al.—Control—Hall Motor Freight Co.; MC 
F-1957 Hall Motor Freight Co.—Purchase—Colo-New Mexico 
Express, Inc.; MC F-1998, Richard George Spitzer—Control-— 
Navajo Freight Lines, Inc.; MC F-2044, L. D. Harris—Control 
—Colo-New Mexico Express, Inc. 

In MC F-895, on reopening and further hearing, the find- 
ings in the prior report were modified, authorizing purchase by 
Colo-New Mexico Express, Inc., of certain operating rights 
and property of E. G. (Jack) Perry, doing business as Service 
Truck Line, on the modified terms and conditions proposed. 
The Commission also set aside the prior order to the extent 
that it authorized merger into Colo-New Mexico Express, Inc. 
(then known as Perry Truck Lines, Inc.), of the operating 
rights and property of Hall Motor Freight Co. 

In MC F-1957, the Commission denied the application of 
Hall Motor Freight to purchase certain operating rights of 
Colo-New Mexico Express, Inc. The applications in MC F-1919, 
and MC F-1998, were dismissed. 


In MC F-2044, the Commission authorized the acquisition 
by L. D. Harris of control of Colo-New Mexico Express, Inc., 
through ownership of its capital stock. 

The Colo-New Mexico rights involved are as to common 
carriage, over regular routes, of general commodities, includ- 
ing explosives, between Denver, Colo., and Albuquerque, N. M., 
serving all intermediate points unrestricted and the off-route 
point of Manitou, Colo., for pick-up and delivery of commodi- 
ties other than explosives; between Pueblo and Lamar, Colo., 
serving no intermediate points; and over irregular routes be- 
tween Denver and governmental projects within five miles 
thereof, with certain restrictions; and temporary authority, ex- 
piring Dec. 31, 1944, as to operations between Las Vegas and 
Camp Luna, N. M. 


Commission Water Reports 


(An asterisk before the docket ;wmber means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*W-101, Merritt-Chapman & Scott Corporation, New York, 
N. Y., Common and Contract Carrier Application, embracing 
W-101, Same, Exemption, Section 303(e)—Contractors’ Equip- 
ment. By division 4. On reconsideration, findings in prior 
report of Dec. 12, 1942, amended to authorize continuance of 
operation as a common carrier by non-self-propelled vessels 
with the use of separate towing vessels in the transportation 
of commodities generally, and by towing vessels in the per- 
formance of towage between ports and points on Long Island 
Sound and Block Island Sound and their tributary water- 
ways, Narragansett Bay, Providence River, and in the area 
defined in Ex Parte No. 140, Determination of the Limits of 
New York Harbor and Harbors Contiguous Thereto. Amended 
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certificate granted, effective Aug. 16. ‘The Commission granted 
the application for exemption from the provisions of part III 
of the act of certain transportation performed by applicant as 
a contract carrier by water. : 

W-239, Universal Transportation Co., Exemption, and 
Contract Carrier Applications. By division 4. Permit granted, 
effective July 10, as to continuance of operation as a contract 
carrier by self-propelled vessels and by non-self-propelled ves- 
sels with the use of separate towing vessels, in interstate or 
foreign commerce, in the transportation of commodities gen- 
erally for the United States, between American ports on the 
Atlantic Ocean, the Gulf of Mexico, and inland waterways 
tributary thereto, including the Great Lakes. The Commission 
granted the application under section 303(e) of the interstate 
commerce act for exemption from the provisions of part III 
of that act of the transportation of shipload or cargo lots of 
ammunition and ammunition components performed by appli- 
cant as a contract carrier by water, between the same ports, 
finding that by reason of the inherent nature of these com- 
modities, and their requirement of special equipment, they 
were not actually or substantially competitive with transporta- 
tion by any common carrier subject to the provisions of parts 
I, II or III of the act. Citing United States vs. Alabama & 
V. Ry. Co., 40 I. C. C. 405, United States vs. Baltimore & Ohio, 
211 I. C. C. 208, and Nashville Ry vs. Tennessee, 262 U. S. 318, 
324, the Commission overruled applicant’s motion made on 
July 7, 1941, after the filing of its application, for dismissal of 
the application on the ground that it carried exclusively for 
the U. S. Government and therefore, there was no necessity to 
apply for and obtain such a permit. Commissioner Miller dis- 
sented in part, saying it was evident to him that the record 
afforded no basis whatever for grant of the “grandfather” 
permit. He said the application should be denied. 


Railroad Abandonments 


Guy A. Thompson, trustee, Missouri Pacific Railroad Cor- 
poration in Nebraska, has asked for authority, in Finance No. 
14232, to abandon a branch line of railroad extending from 
Crete to a point near Auburn, in Nemaha, Otoe, Johnson, Lan- 
caster and Saline counties, Neb., approximately 70 miles. Traf- 
fic has been steadily diminishing, the application says, and 
revenue at present does not justify continued operation. 

Guy A. Thompson, trustee, Missouri Pacific Railroad Cor- 
poration in Nebraska, has asked authority in Finance No. 
14231 to abandon a branch line of railroad extending from a 
point near Talmage, to apoint near Weeping Water, in Otoe 
and Cass counties, Neb., approximately 25 miles. Traffic had 
steadily diminished on the branch, the application said, and 
that there would not be a future volume of traffic sufficient 
to justify its operation. 

A. T. & S. F. 


In a supplemental report in Finance No. 13772, Atchison, 
Topeka & Santa Fe Railway Co. Abandonment, embracing 
Finance No. 13776, Same, Examiner Jerome K. Lyle, has rec- 
ommended that division 4 of the Commission permit the Santa 
Fe to abandon a portion of its, line extending from Benedict 
Junction to Virgil, in Wilson, Woodson, and Greenwood coun- 
ties, Kan., approximately 30 miles, and denial of permit to 
abandon that portion of the line extending from Virgil to 
Emporia, in Greenwood and Lyon counties, Kan., approxi- 
mately 33 miles, in Finance No. 13772. In Finance No. 13776, 
the examiner recommended authority to abandon that portion 
of a line of railroad extending from the alfalfa mill of the 
W. J. Small Co., approximately 3 miles south of Eureka, to 
Moline, in Greenwood and Elk counties, Kan., approximately 
34 miles, and denial of permit to abandon that portion of the 
line exetnding from the aforementioned alfalfa mill to Madison 
Junction, in Greenwood county, approximaetly 26 miles. The 
report said that, where it appeared that operation of a line 
was unprofitable, but that some portion of it furnished most 
of the traffic and could be operated more economically than 
the line as a whole, it became the duty of the Commission to 
endeavor to preserve as much transportation for the public 
as possible. 





P. O. and D. 


In Finance No. 13940, Pennsylvania, Ohio & Detroit Rail- 
road Co. et al. Abandonment, Killbuck Sand & Gravel Co. has 
filed with the Commission a petition for rehearing and recon- 
sideration, and has asked that, during the pendency of the 
petition, suspension of the order of the Commission authoriz- 
ing the abandonment of a branch line of railroad extending 
from Loudonville to Brinkhaven, in Ashland, Holmes, and 
Knox counties, Ohio, approximately 17 miles, and abandonment 
of operation thereof by the Pennsylvania Railroad Co., lessee. 
The petition said that the sand and gravel company had pur- 
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chased and improved a site for the production of gravel from 
the railroad company on the express stipulation that rail sery. W: 
ice would be made available. Thereafter, it said, and withoy 
authority, the railroads involved destroyed the interchange a; 
Brinkhaven between the branch sought to be abandoned ang 
the intersecting lines of the railroads. The petition further 
said that the decision of the Commission was based on a false 
premise concerning the reason why the railroad moved ship. 
ments of the protestant by another route. Had service beer 
provided in accordance with the original agreement, it said 
the branch would have been amply supported, and no occasion 
would have existed for its abandonment. 


Cc. and O. 


By a report and certificate in Finance No. 14195, Chega. 
peake & Ohio Railway Co., the Commission, division 4, ha 
permitted abandonment of the road’s branch line in Lincoly 
— W. Va., extending 1.99 miles from Fork Junction ty 
Alkol. 





Central Vermont 


The Commission, division 4, in a report in Finance No, 
13955, Central Vermont Railway, Inc. Abandonment, has denied 
an application of the road to abandon its so-called South Barre 
branch line in Washington county, Vt., extending from Barre 
Junction to South Barre, approximately 3.48 miles. The Com. 
mission found present and future public convenience and neces. 
sity not to permit such abandonment. Applicant, the report 
said, showed that the line operated at net system losses for 
the years 1940-41 and for the first 4 months of 1942. But, it 
said, based on accounting methods usually accepted in abandon- 
ment proceedings, and not including any revenues from traffic 
to the Barre Coal Co., near Barre Junction, operation of the 
branch produced system earnings of $488 for the year 1941: 
and if the total traffic alleged by protesting interests to have 
moved over the line was given effect in computing financial 
results of operations, “it may be that the small losses incurred 
in the year 1940 and the first 4 months of 1942 also will be 
converted into system earnings.” 


C. and P. 


The Commission, division, by a report and certificate in 
Finance No. 14164, Cleveland & Pittsburgh Railroad Co., et al. 
Abandonment, has permitted abandonment by the C. & P., and 
abandonment of operation by the Pennsylvania Railroad Co., 
lessee, of a portion of a branch line of railroad extending from 
_ Philadelphia to Roswell, in Tuscarawas county, Ohio, 
5.03 miles. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 100546, Sub. 2, H. L. Lamb, Grand Junction, la., ¢x- 
tension. Certificate granted on condition that applicant request 
revocation of outstanding certificate issued in MC 100546, Sub. 
1. Passengers and baggage, in charter service, beginning and 
ending at points in Greene, Boone, Story, Hancock, and Guthrie 
counties, Ia., and extending to points in Minn., Wis., Ill., Mo. 
Ark., Okla., Kan., Neb., S. D., Mont., Wyo., Colo., Tex., and La. 

*MC 103434, Tom Brokke, McIntosh, Minn., common cal- 
rier. Certificate denied. Livestock and agricultural commodi- 
ties from McIntosh, Minn., and points within 25 miles thereof, 
to Fargo, West Fargo, Southwest Fargo, and Union Stockyards, 
N. D., and agricultural implements, flour, feed, and seed from 
the named N. D. points to McIntosh and points within 25 miles 
thereof. 

*MC 103414, Thomas McDonald, Philadelphia, Pa., con- 
tract carrier. Certificate denied. Corrugated fiber-board boxes 
from Philadelphia, Pa., to New York, N. Y., and points in N. J. 
Del., and Md., and of limited commodities on return movements. 

*MC 77477, Monticue Lines, Inc., Uniontown, Pa., common 
carrier. Certificate granted, on further hearing, and findings 10 
prior report, 30 M. C. C. 680, affirmed in part. Continuance In 
operation as to sugar, from Baltimore, Md., to points in Colum- 
biana, Jefferson, Harrison, and Belmont counties, O., and points 
in described areas of Pa. and W. Va., over irregular routes. 

*MC 30165, Sub. 30, English Freight Co., Dallas, Tex. 
extension, embracing MC 30165, Sub. 31, Same. Certificate 
granted. General commodities, with exceptions, over specified 
routes, between Seguin, Tex., on the one hand, and, on the 
other, New Braunfels and San Marcos, Tex., and between 
Ennis and Kaufman, Tex., serving all intermediate points; and 
off-route points of Personville, Fallon, Farrar, Donie, Norman- 
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gee, Benhur, Carlos, Cross, Edge, Keith, Kurten, Mesa, Tabor, 
Washington, and Zack, Tex., in connection with applicant’s 
present routes; all in MC 30165, Sub. 30. In MC 30165, Sub. 31, 
general commodities, with exceptions, between Wichita Falls 
and Stephenville, Tex., over U. S. highway 281, serving inter- 
mediate points south of Jacksboro, Tex., and the off-route points 
of Lipan and Lone Camp, Tex. 





















rier. 
City, Mo., on the one hand, and, on the other, points in Ark., 


Colo., Ill., Ind., Ia., Mich., Minn., Kan., Neb., Okla., Wis., and 
Mo., over irregular routes. 



































*MC 10368, Ernest C. Hendrix, Inc., Aberdeen, Md., com- 


mon carrier. Certificate granted. Continuance in operation as 
to general commodities, with exceptions, between_ specified 
points in Md., on the one hand, and, on the other, Baltimore, 
Md., and certain points or areas in Del., Pa., N. Y., and N. J.; 
canned goods from described points in Md., N. J., Pa., and Del., 
to all points in N. Y., N. J., Pa., Del., Md., Va., and D. C., over 
irregular routes. 


*MC 103967, John Walls, Kansas City, Mo., common car- 
Certificate denied. Household goods, between Kansas 


*MC 94409, Sub. 1, H. M. Barrett, Sr., and H. M. Barrett, 


Jr., Hightstown, N. J., extension. Certificate denied. Coal, from 
Freeland, Pa., and points in Pa. within a radius of 40 miles 
thereof, to Smithburg, N. J., and points within a radius of 
% miles thereof; potatoes from Hightstown, and points within 
aradius of 15 miles thereof, to New York, N. Y., and Freeland 
and points within the 40-mile radius described; fruit juices from 
Jamesburg, N. J., to New York, N. Y. 


*MC87150, Merchants Transfer & Storage Co., Des Moines, 


la, contract carrier. Permit granted. Continuance in operation, 
under individual contracts or agreements with persons who 
operate retail stores, the business of which is the sale of food, 
of such merchandise as is dealt in by wholesale, retail, and 
chain grocery and food business houses and, in connection 
therewith, materials, equipment, and supplies used in the con- 
duct of such business, between Columbus, Fremont, and Omaha, 
Neb., to points in Ia., and points in a described area of Ill. 
Holding of the permit granted, and of certificate in MC 87151, 
found consistent with the public interest. 


*MC 78786, Sub. 5, Pacific Motor Trucking Co., San Fran- 


cisco, Calif., extension. Certificate granted. General commodi- 
ties, between North Bend and Empire, Ore., over an unnum- 
bered highway, serving all intermediate points and all points 


on the southern shore of Coos Bay within 3 miles of Empire, 
as off-route points. 


*MC 44055, Sub. 14, Bos Truck Lines, Inc., Marshalltown, 
la, extension. Certificate denied. Fresh meat and packing- 
house products, between Scottsbluff and Kearney, Neb., over 


a specified route. 


*MC 20068, H. B. Manners, Nashville, Tenn., common car- 
rier. Certificate granted on further hearing, and findings in 
prior report, 3 M. C. C. 571, modified. General commodities, 
with exceptions, between Nashville, Murfreesboro, Cookeville, 
and Columbia, Tenn., on the one hand, and, on the other, points 
inN. C., and S C., and Roanoke and Danville, Va., over irreg- 
ular routes, 

*MC 49368, Sub. 2, Complete Auto Transit, Inc., Detroit, 
Mich., extension. On reconsideration, findings in prior report, 
22M. C. C. 301, modified, and amended permit granted as to 
automobiles, trucks, chassis, bodies, cabs, all other automotive 
vehicles, unfinished automobiles, and automobile parts and 
accessories, by truck-away and drive-away methods, in initial 
movements, from Flint, -Mich., St. Louis, Mo., and Norwood, 
0, to points in Kan., La., Miss., Neb., Okla., Tex., and Wis., 
in secondary movements, between points in those states, and 
between points in Kan., La., Miss., Neb., Okla., Tex., and Wis., 
on the one hand, and points in Ark., Il., Ind., Ia., Ky., Mich., 
Mo., O., Pa., Tenn., and W. Va., on the other. 

*MC F-2041, N. S. Craig, Albany, Ind., Control and Pur- 
chase, Cox Motor Transport, Inc.; Purchase, Glenn Naphew. 
Authorizes purchase by N. S. Craig, dba Craig Trucking, of 
operating rights and property of Cox Motor Transport, Inc., 
of Albany, Ind., and purchase by Craig of operating rights of 
Glenn Naphew, dba Naphew Trucking Co., of Kokomo, Ind. 

*MC 103624, Zephyr Van Lines, Inc., Chicago, III.. com- 
mon carrier. Certificate denied. Household goods, and new and 
used pianos, between points in IIll., Ia., Minn., Neb., Colo., 
Vyo., Utah, Nev., and Calif., over irregular routes. 

_ *MC 75646, John Rasmussen, Magna, Utah, common car- 
ner, embracing MC 80917, Pacific Intermountain Express Com- 
mon Carrier Application, now renumbered MC 730, Sub. 3. 
Applications dismissed due to merger of considered operations 
with those of another carrier holding duplicate operating rights. 
Genera] commodities, with exceptions, between San Francisco, 
Calif., Salt Lake City, and Ogden, Utah, over regular routes, 
and to and from intermediate points thereon. 

*MC 59195, New England Carrier Corporation, Paterson, 
‘J. common carrier, embracing MC 1989, Public Auto De- 
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livery, Inc., Contract Carrier Application. Certificate granted 
to New England Carrier Corporation, on a finding that opera- 
tions of the applicants were those of a common carrier con- 
ducted as a single business. Continuance in operation, general 
commodities, with exceptions, between Paterson, N. J., and 
Providence, R. I., over described regular routes, with service 
at all intermediate and designated off-route points; between 
New York, N. Y., and points in Bergen, Essex, Hudson, Mid- 
dlesex, Morris, Passaic, and Union counties, N. J., on the one 
hand, and, on the other, Boston, Mass., and points within ten 
miles of Boston, over irregular routes. 

*MC 21641, Sub. 3, Ulysse G. Des Portes, Winnsboro, S. C., 
extension. Certificate granted. Specified commodities, from, 
to, or between specified points or territories in Ala., Fla., Ga., 
Ill., Md., Miss., N. Y., N. C., Ohio, Pa., S. C., Tenn., Va., and 
W. Va., over irregular routes through Ky., Ind., D. C., and 
Del., when necessary. 

*MC 954, Sub. 2, Mid-States Freight Lines, Inc., Topeka, 
Kan., Successor in interest to Walter A. Evans, common car- 
rier. Certificate denied. Continuance in operation, general 
commodities, between Chicago, IIll., and certain points in Kans., 
and Mo. The report said that applicant, because of an inter- 
ruption in service over which applicant’s predecessor had con- 
trol, had failed to establish its right to a certificate under the 
“grandfather” clause as successor in interest to Walter A. 
Evans. The report noted that the title case was formerly MC 
35824, Walter A. Evans Common Carrier Application. 





COMMISSION ORDERS 


MC F-2164, Joseph Pomprowitz, purchase, John F. Noble. Appli- 
cation under section 210a(b) requesting approval of temporary opera- 
tion by Joseph Pomprowitz, dba L. C. L. Transit Co., of properties 
of John F. Noble dba Noble Transit Co., denied. 

MC 47474, Penn Ohio New York Express Corp., common carrier 
application. Reopened for further hearing. 

MC 95431 Sub. 1, Ben Friedman, extension, Atlantic City and Lake- 
wood, N. J. Reopened for further hearing. 

No. 17000, Part 7, Rate structure investigation, grain and grain 
products within western district and for export. Order of December 
7, 1940, further amended so as to permit filing of tariffs, effective on 
one day’s notice to Commission, and to general public in manner 
prescribed in section 6 of interstate commerce act, extending from 
June 1, to July 1, expiration date of tariffs covered by said order of 
December 7, 1940, and amendments thereto. Request of Saint Joseph 
Grain Exchange for grant of respondents’ petition for extension to 
December 31, denied. 

No. 28629, Commonwealth af Kentucky and Railroad Commission of 
Kentucky vs. Ill. Cent. et al. Order of December 22, 1942, further 
modified to become effective August 1, on not less than 30 days’ notice, 
instead of July 1. 

No. 28647, D. A. Stickel & Sons, Inc., vs. Alton et al. Order of 
March 18, modified to become effective August 28, on not less than 
30 days’ notice, instead of June 28. 

No. 28851, City of St. Louis vs. Terminal Railroad Association of 
St. Louis et al. Reopened for further hearing. 

Finance 13914, New York Central abandonment. Certificate of 
March 20, issued to become effective 40 days thereafter, and which 
by subsequent order was extended to May 29, further extended to 
June 12, 

1. & S. 5171, less-carload class rates between Arkansas and Louisi- 
ana; and |. & S. M-2184, less-truckload class rates between Arkansas 
and Louisiana. Petition of respondents to vacate that part of suspen- 
sion order which suspends less-than-carload and less-than-truckload 
class rates from points in southern Arkansas to points in northern 
Louisiana denied. 

MC C-111, Mobile, 
tinued. 

MC F-2162, East Texas Motor Freight Lines, lease, A. E. McDon- 
ald Motor Freight Lines. Fifteen-day effective period specified in 
order of May 10, granting temporary authority under section 210a(b), 
extended to expire June 9. 

MC F-2184, H. M. Turner Trucking Corp., lease, Guy M. and 
Frank B. Turner. Application under section 210a(b) requesting ap- 
proval of temporary operation by H. M. Turner Trucking Corp., of 
certain properties of Guy M. and Frank B. Turner, dba Turner’s 
Transfer denied. 

MC 200, Riss & Co., Inc., common carrier application. Reopened 
for reconsideration solely to determine whether restriction ‘‘St. Louis, 
Mo., to be served as a point of destination only’’ appearing in ap- 
pendix B to report under two routes should be removed so as to 
authorize operation both to and from St, Louis. Order of January 
29, 1940, effective March 20, 1940, in so far as it denied applicant 
right to serve St. Louis, Mo., as a point of origin vacated. 

MC 40320, Cleveland and Chicago Motor Express Co. Reopened for 
reconsideration solely to determine whether applicant is entitled to 
continue operations as a common carrier by motor vehicle, of gen- 
eral commodities, over following routes, serving no intermediate 
points: (1) Between Maumee, Ohio, and junction of Alt. U. S. High- 
way 20 and U. S. Highway 20 (north of Montpelier, Ohio), over Alt. 
U. S. Highway 20; (2) Between Twinsburg, Ohio, and Warren, Ohio, 
over Ohio Highway 82; (3) Between Canton, Ohio, and Youngstown, 
Ohio, over U. S. Highway 62; (4) Between Akron, Ohio, and Youngs- 
town, Ohio, over Ohio Highway 18; and (5) Between Cleveland, Ohio, 
and Edinburg, Ohio, over Ohio Highway 14. Order of January 13, as 
subsequently modified to become effective May 31, only in so far as 


Ala., proportional rates. Proceeding discon- 
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it denied applicant 
vacated. 

MC 77365 Sub. 4, North South Freightways, Inc., 
eral commodities. Reopened for further hearing. 

MC F-1988, Pierce Freight Lines, Inc., purchase, A. C. Rice Stor- 
age Corp. Application of Pierce Freight Lines, Inc., and A. C. Rice 
Storage Corp. seeking authority under section 5, interstate commerce 
act, for former to purchase a portion of operating rights of latter, 
dismissed. 

No. 28833, Traffic Bureau—Lynchburg Chamber of Commerce vs. 
Southern et al. Order of May 12 permits amendment and makes Quinn- 
Marshall Co., Inec., an additional party complainant. 

W-600, Eastern Transportation Co., contract carrier application. 
Effective date of certificate and order of March 6, postponed to July 29. 

MC 1797, Joliet Warehouse and Transfer Co., common carrier ap- 
plication. Report and order of March 19, 1940, modified so as to 
authorize issuance to applicant, on compliance with sections 215 and 
217 of interstate commerce act and rules and regulations thereunder, 
of a certificate authorizing operation, in interstate or foreign com- 
merce, to transport general commodities, except household goods as 
defined in Practices of Motor Common Carriers of Household Goods 
17 MCC 467, live stock, milk, and commodities requiring special equip- 
ment (a) between Chicago, Ill., and Joliet, Ill., over regular routes 
as follows: (1) from Chicago over Illinois Highway 4A to Joliet, (2) 
from Chicago over Illinois Highway 7 to junction Illinois Highway 
4A, (3) from Chicago over U. S. Highway 66 to Plainfield, Ill., thence 
over U. S. Highway 30 to Joliet, and (4) from junction U. S. Highway 
6 and Illinois Highway 7 over U. S. Highway 6 to Joliet, and return 
over same routes, serving all intermediate points and off-route points 
of Rockdale, Lemont, and Coal City, Ill., and (b) from Joliet to 
points within 50 miles thereof in pool car distribution service, over 
irregular routes. This order shall become effective June 25, unless 
prior thereto any party in interest shall show cause, if any there be, 
in a writing verified under oath, why report and order of March 19, 
1940, should not be modified in manner described. 

MC F-1976 (supplemental), Crown Motor Freight Co., lease, Laura 
Scheck. Order of March 1, modified and supplemented to authorize lease 
by Crown Motor Freight Co., of that portion of operating rights of 
Laura Scheck lawfully claimed under ‘‘grandfather’’ clause in pending 
application in MC 43046, between New York City and Pittsburgh, Pa., 
over New Jersey Highway 6, thence over New Jersey Highway 24 to 
Easton, Pa., and thence over U. S. Highway 22 to Pittsburgh, and 
return over same route, serving all intermediate points and off-route 
points of Altoona, Pa., and those within commercial zone of New 
York City as defined in New York, N. Y., Commercial Zone, 1 M. C. C. 
665. 


right to continue the above-described operations, 


extension, gen- 





UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14194, Kansas City Southern Rail- 
way Co. Notes, granting authority to issue $1,179,806.51 of promissory 
notes, in evidence of, but not in payment far, the unpaid principal 
on certain equipment contracts. Approved. 

Report and order in F. D. No. 14214, Clearfield & Mahoning Rail- 
way Co. Bonds, granting authority to the Clearfield & Mahoning 
Railway Co. to extend from Jan. 1, 1943, to Jan. 1, 1957, the date of 
maturity of not exceeding $650,000 of first-mortgage gold bonds, with 
interest during the extended period at the rate of 4 per cent per 
annum, and granting authority to the Buffalo, Rochetser & Pittsburgh 
Railway Co, to assume obligation and liability, as guarantor, in respect 
of such bonds, as extended. Approved. 


MOTOR FINANCE CASES 

Nos. MC F-2036, Liberty Motor Freight Lines, Inc., purchase— 
Advance Transportation Co. of Illinois, Inc. (Maurice Klein, receiver): 
and MC F-2113, George H. Mickow, purchase—Advance Transportation 
Co. of Illinois, Inc. (Maurice Klein, receiver). Purchase by Liberty 
Motor Freight Lines, Inc., of Secaucus, N. J., of all, or a portion of 
the operating rights and property of Advance Transportation Co. of 
Illinois, Inc. (Maurice Klein, receiver), of Chicago, Ill., approved and 
authorized, subject to conditions. Application for authority under 
section 210a(b) of George H. Mickow, doing business as Hammond 
Motor Express, of Hammond, Ind., for temporary operation of a por- 
tion of the motor-carrier rights of Advance Transportation Co. of 
Illinois, Inc. (Maurice Klein, receiver), of Chicago, Ill., granted May 
29, 1943, subect to conditions. 

MC F-2062. Rio Grande.Motor Way, Inc., purchase—E. B. Faus. 
Purchase by Rio Grande Motor Way, Inc., of Denver, Colo., of operat- 
ing rights and property of E. B. Faus, doing business as Faus Trans- 
portation Company, of Monte Vista, Colo., approved and authorized, 
subject to condition. 

MC F-2182, George H. Mickow, purchase—D. Graff & Son. Appli- 
cation for authority under section 210a(b) of George H. Mickow, 
doing business as Hammond Motor Express, of Hammond, Ind., for 
temporary operation of a portion. of the motor-carrier rights of D. 
Graff & Son of Kalamazoo, Mich., granted May 29, 1943, subject to 
conditions. 

MC F-2124, Bremerton-Tacoma Stages, 
Mitchell. Purchase by Bremerton-Tacoma Stages, Inc., of Bremer- 
ton, Wash., of the operating rights and property of Charles B. 
Mitchell, doing business as Shelton Auto Transportation Company, 
of Shelton, Wash., approved and authorized, subject to condition. 

MC F-2207, Lecrone-Benedict Ways, Inc., purchase—Great Central 
Transport Corporation. Application for authority under section 210a(b) 
of Lecrone-Benedict Ways, Inc., of Columbus, Ohio, for temporary 
operation of motor-carrier rights and properties of Great Central 
Transport Corporation, of Detroit, Mich., granted May 29, 1943, sub- 
ject to conditions. 

MC F-2183, Dakota Transfer & Storage Company, purchase—Harry 
Jaffa. Application for authority under section 210a(b) of Dakota Trans- 


Inc., purchase—Charles B. 
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fer & Storage Company, of Minot, N. D., for temporary operation 9 
a portion of the motor-carrier rights of Harry Jaffa, doing busines 
as Jaffa Transportation and Jaffa Transit, of Minneapolis, Minn, 
granted May 29, 1943, subject to conditions. 


MC F-2168, Burlington Transportation Co.—Issuance of Note; 
Authority granted Burlington Transportation Co. of Chicago, IIl., t 
issue six promissory notes in total principal amount not exceedin; 
$292,011.07, in evidence of, but not in payment for, the unpaid prip. 
cipal on certain equipment contracts. 


MC F-2189, The Davidson Transfer & Storage Co., purchase—Th 
American Transfer Co. Application for authority under section 210a(h) 
of The Davidson Transfer & Storage Co. of Baltimore, Md., for ten. 
porary operation of a portion of the motor-carrier rights of The Amer. 
ican Transfer Co., also of Baltimore, granted, with condition. 


MC F-2121, Akers Motor Lines, Inc., lease and purchase—Getty; 
Transfer Co. 1. Lease by Akers Motor Lines, Inc., of Gastonia, N, ¢ 
of the operating rights of Gettys Transfer Co. of Anderson, §. ¢ 
approved and authorized. 2. Application denied to the extent py. 
chase authority is sought. 

















MC F-2109, Hayes Freight Lines, Inc., purchase—Service Freigh 
Line, Inc. Applicaticn for authority under section 210a(b) of Haye 
Freight Lines, Inc., of Mattoon, Ill., for temporary operation of ; 
portion of the motor-carrier rights of Service Freight Line, Inc., of 
Ypsilanti, Mich., denied. 

MC F-2115, Arthur A. Fogarty, lease—Huck’s Transfer, Inc, Ap 
plication for authority under section 210a(b) of Arthur A. Fogarty 
of Springfield, Mass., for temporary operation of a portion of th 
motor-carrier rights of Huck’s Transfer, Inc., also of Springfield 
denied. 

MC F-2170, Square Deal Cartage Co., lease—John P. Fleming. Ap 











plication for authority under section 210a(b) of Square Deal Cartag . 
Co., of Detroit, Mich., for temporary operation of a portion of the 
motor-carrier rights of John P,. Fleming, doing business as John P ap 
Fleming Driveaway Service, also of Detroit, denied. th 
we 
~ fir 
FINANCE APPLICATIONS ar 
Finance Nos. 13650, 13859, and 13934. Supplemental. Bangor é§ S€ 
Aroostook Railroad Co. asks authority to sell $100,000 of collateraigf mM 
trust 4 per cent bonds to Reconstruction Finance Corporation, thu§ he 
completing the sale of $4,000,000 of such bonds to the R. F. C., af in 
authorized by the Commission, by the authentication and delivery 0; eC 
certain bonds held by Old Colony Trust Co., or the substitution fo fc 
those bonds of bonds of the same issue purchased from the public 
by the applicant. a 
Finance No. 14233. Delaware, Lackawanna & Western Railroad | 
Co., and Hopatcong Railroad Co. jointly ask authority to transfer the P 
title to the property of the Hopatcong Railroad Co., to the D. L. é 5] 
W., by a dissolution of the Hopatcong company, and the liquidation I 
of its property. The D. L. & W., said the application, was sole N 
owner of the capital stock of the Hopatcong, would become vested le 
with title to its property on its dissolution, and would continue to] 5 
operate it as heretofore. Dp 
Finance No. 14235, San Luis Central Railroad Co., of Denver, Colo. 
asks authority to enter into extension agreements with holders off t! 
$120,000 of its first mortgage six per cent gold bonds to extend the] ¢ 
dates of maturity of such bonds from July 1, 1943, to July 1, 1963, at D 
the present rate of interest, 6 per cent. y 
MC F-2211, Consolidated Forwarding Co., Inc., of St. Louis, Mo. fi 
asks authority to purchase certain operating rights of J. C. Buckles t 
Transfer Co., of Hamilton, Ohio. ( 
MC F-2212, Arthur D. Paxton, dba Paxton Truck Co., of Los Apr 
geles, Calif., asks authority to purchase certain operating rights of P 
Ben N. Hamrick, of San Diego, Calif. t 
MC F-2213, Southwestern Motor Carriers Corporation, of Okla] ¢ 
homa City, Okla., asks authority to purchase certain operating rights] t 
and equipment of Sam E, Lynn, dba Altus-Hollis-Childress Bus Line,} ¢ 


of Altus, Okla. 

MC F-2214, Southern Transit Co., of Kansas City, Mo., asks au: 
thority to purchase certain operating rights of Thom Cooper, also of 
Kansas City. 

MC F-2215. Bruce Cook and Harry W. Fulmer, dba Cook and 
Fulmer, Billings, Mont., ask authority to acquire control of Flathead 
Transportation Co., of Butte, Mont., through ownership of capital 
stock. 

MC F-2216, Merchants Parcel Express, Inc., of Bremerton, Wash., 
asks authority to purchase certain operating rights and equipment of 
Merchants Parcel Delivery, also of Bremerton. 

MC F-2217, Tri-State Transit Co. of Louisiana, Inc., dba Tri-State 
Trailways, of Shreveport, La., and Interurban Transportation Co., Inc. 
of Alexandria, La., jointly ask authority to merge the operating rights 
and property of the former with that of the latter. 

MC F-2217, Tri-State Transit Co. of Louisiana, Inc., dba Tri-Stat 
Trailways, of Shreveport, La., asks authority to issue 7,043 shares of 
common stock with no par value, as part of the transaction in MC 
F-2217. 


PETITIONS FOR REHEARING, ETC. 


MC C-164, Manhattan Coach Lines, Inc., Manhattan Transit Co. 
Westwood Transportation Lines, Inc., and Westwood Transportation 
Co. vs. Adirondack Transit Lines, Inc. Complainants ask reconsider 
tion. ; 

MC F-2014, Old Colony Motor Lines, Inc., purchase, D & W Line, 
Inc. A. B. & C. Motor Transportation Co., Inc., Lowell Truckiné 
Corp., and M & M Transportation Co., protestants, ask reconsideration 
by entire Commission of order of Commission by Division 4 
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Shipping Overcharges 


Saying that the complainant’s only showing was that he 
was overcharged, and that the parties should adjust their ac- 
counts as between themselves on the bases of the differences 
between the rates charged and those applicable, Examiner 
c. O. Arthur has proposed in No. 619, Harry Remis, Doing 
Business as H. Remis & Co. vs. Moore-McCormack Lines, Inc., 











srvice Freight 












(b) of Haye} Thor Eckert & Co., Inc., Lamport & Holt Line, Ltd., and Ad- 
peration of ,| ministracion Nacional de Puertos, that the Maritime Commis- 
Line, Inc,, «| sion hold that alleged violations of sections 14, 16, 17, and 18 
of the shipping act, 1916, as amended, have not been shown, and 

fer, Inc. Ap| that it should dismiss the complaint. 
r A. Fogarty Referring to an over-payment by Moore-McCormack, and 
ortion of thf payment by the agent for the Brodin Line, made to complainant 
f Springfield} jn settlement of claims of overcharge, the report said that car- 
; riers were under an obligation to apply their charges carefully 
pier: = in accordance with their established rates. The practice of car- 

é rtage 


riers compromising claims in a manner which ignored the rates 
applicable, it said, must be condemned. The record was clear, 
the report said, that Moore-McCormack and the complainant 
were answerable for violation of paragraph “second” and of the 
frst paragraph of section 16 of the shipping act, 1916, as 
amended, respectively, unless and until the overpayment in 
settlement was adjusted as between these parties, The com- 
mission should be furnished with notice “that such adjustment 
has been consummated,” it said. In the absence of such notice, 
immediately received, the report said that the commission’s re- 
course was to refer the matter to the Department of Justice 
for prosecution. 

The report said that the overcharges resulted from the 
application of rates on leather to shipments of whole-hide 
pickled splits, pickled bellies and shoulders, and dry-limed 
splits, from Montevideo, Uruguay, to New York and Boston, 
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the liquidation in September and October of 1941, and from Santos, Brazil, in 
tion, was sole} November of 1941. A hide, or any part thereof, did not become 
become vestei} leather until there was a tanning process completed, the report 
1d continue to} Said, and that none of the commodities about which the com- 


plaint was made had been given any such application. 

The report said that no evidence was presented indicating 
that any different rates or treatment were accorded by any of 
the respondents to others than to complainant, and that com- 
plainant’s testimony was that he knew of no other importer 
who paid lower rates than were charged him. There was, there- 
fore, it said, no showing of undue prejudice in violation of sec- 
tion 16 of the shipping act, 1916, as amended, nor of unjust 
discrimination in violation of section 17. No evidence had been 
presented, it said, with respect to a violation of section 14, and 
that complainant’s contentions of unreasonableness in violation 
of section 18 of that act were untenable, “for the reason that 
this section is not applicable to carriers engaged in foreign 
commerce of the United States.” 
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N. E. Shipments Handling Rules 


Examiner C. W. Bennett, in a report in I. and S. M-2141, 
Unusual Bulk, Weight, Dimensions in New England, has rec- 
ommended that the Commission find unlawful rules proposed by 
motor common carrier participants in an agency tariff issued by 
the New England Motor Rate Bureau, Inc., providing charges 
and regulations for the use of additional labor or facilities re- 
quired in handling shipments of unusual weight or dimensions 
at points in New England, eastern New York and northern New 
Jersey. Schedules proposing establishment of the new or re- 
vised rules, effective Nov. 30, 1942, were suspended until June 
30, 1943, on protest of the Eastern Motor Freight Conference, 
9a New England Transportation Co. also opposed the sched- 
ules. 

_ The examiner said, among other things, that the services 
which respondents “here undertake” to perform were not 
clearly indicated in the proposed rules. At places mention was 
made of loading and unloading, while at others they were silent 
as to the exact nature of the undertaking for which extra help 
or facilities might be required. Loading and unloading, in the 
Sense usually used, he said, contemplated the transfer of freight 

tween the carrier’s vehicle and a platform or other place di- 
rectly accessible to the vehicle. If those were the services re- 
spondents were dealing with, said he, the rules should so state. 
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The record was clear, however, he added, that what respondents 
here undertook to supply was a complete service in moving and 
transporting an article from and to any place the shipper and 
the consignee might desire, including removal from, and place- 
ment in, locations such as floors of a building above or below 
street level, and involving, among others, the use of hoisting 
apparatus, erection of staging, and removal and rebuilding of 
walls. Some of the services were but remotely connected with 
transportation, in the ordinary sense of the word. That, said 
he, was conceded by the parties, and they asked, in effect, that 
a line of demarcation between the carrier and non-carrier serv- 
ices be prescribed. However, said the examiner, the evidence 
herein was not sufficiently comprehensive to afford a basis for 
any such distinction. But, he said, it was appropriate to com- 
ment that proper tariff publication required that tariffs should 
separately state each accessorial service to be rendered and the 
rate and charges therefor, and that in specifically and sepa- 
rately stating the charges for the carrier services, they should 
not be confused in any way with the charges for the non-carrier 
services. In support thereof, he cited Practices of Motor Com- 
mon Carriers of Household Goods, 17 I. C. C. 467, 491, and 
Hutchinson Transportation Co., Common Carrier Application, 
19 M. C. C. 433, 440. 

The examiner found that the suspended rules were unrea- 
sonable and unjustly discriminatory in violation of section 216, 
and indefinite in violation of section 217 of the act and of the 
Commission’s tariff rules thereunder and that, therefore, they 
should be ordered canceled without prejudice to establishment 
of rules in conformity with his discussion in the report. Protes- 
tants likewise contended that the proposed rules were indefinite. 
The examiner said the record was convincing that the estab- 
lishment by respondents of provisions which would clearly and 
specifically set forth: 


(1) The services which will be performed without additional charge 
in connection with the line-haul transportation; (2) specific reasonable 
charges, stated in cents per 100 pounds, for the services of loading and 
unloading between the carrier’s vehicle and platforms, doorways, or 
other places directly accessible to the vehicle, of articles exceeding 
specified reasonable weights or dimensions; and (3) the conditions 
under which shippers or consignees will be required or permitted to 
load or unload articles, will tend to alleviate if not to eliminate the 
objectionable features of their present and proposed rules. 


If services beyond the scope of those mentioned in (1) and 
(2) were to be furnished, said the examiner, each of those 
services and the charges therefor should be separately and 
specifically stated. With respect to the latter services, “which 
as indicated appear to be connected rather remotely with trans- 
portation as usually understood,” said he, the evidence did not 
establish whether or not charges therefor should be stated in 
amounts “per unit of weight.” 


Soybeans to Decatar, Ind. 


Asserting that there appears no justification for a higher 
rate on soybeans, which load around 90,000 pounds, than 
on grain products loading around 40,000 pounds, Examiner 
H. W. Archer has proposed in a report in No. 28667, Central 
Soya, Co., Inc., vs. Alton Railroad Co., et al. that the Commis- 
sion find unreasonable rates on soybeans from points in Illinois 
to Decatur, Ind., to the extent that they exceeded, or might 
exceed, the rates at present in effect on grain products, or 
25 per cent of the first-class rates in Appendix E of the report 
in Eastern Class Rate Investigation, 164 I. C. C. 314, 467, 
whichever is lower. The report recommended that the distances 
to be used in determining the rates related to the Appendix E 
rates should be as provided in the eastern class rate investiga- 
tion, and said that there appeared no good reason why these 
rates should not be published as joint or single-factor rates. 
Upon appropriate application, the report said, relief from the 
long-and-short-haul provision of the fourth section should be 
accorded to the same extent as had been granted in connection 
with the class-rate adjustment. 


The report said that the findings did not necessarily apply 
to the rates of the Chicago & Eastern Illinois Railroad main- 
tained in connection with the Pennsylvania and the Erie. Traffic 
from points on the C. & E. I. apparently moved at present in 
connection with the N. Y. C. & St. L. at rates substantially 
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lower than maintained in connection with the other lines, it 
said, and there was not practical reason for reducing the rates 
over these other routes. ; 

No finding was made with respect to the rates on grain, 
the report said, as complainant’s evidence related almost en- 
tirely to the rates on soybeans and the effect of such rates on 
its competitive situation. The loss in the processing of soybeans 
was substantial, the report said, and that the inbound rates, 
therefore, became of considerable importance to complainant. It 
was shown in the report that the loss of weight, in oil, in the 
processing of soybeans, averaged from 17.47 per cent to 22.15 
per cent for the fiscal years ended Sept. 30, 1934, to 1941. On 
this “deductible tonnage,” the report said, averaging about 
18,000 pounds a car, the complainant paid the rate from origin 
to Decatur with no subsequent transit adjustment there, adding 
that, in fact, “it is the lawfulness of the rates assessed on this 
deductible weight that is here primarily in issue, and it is 
complainant’s position that the competitive conditions in the 
industry require absolute equality in rates.” 

The report pointed out that, as compared with the general 
rate level on grain and grain products in central territory, ‘‘the 
conclusion is inescapable that the assailed rates on soybeans 
to Decatur are excessive in many instances, particularly those 
of the western Illinois lines, including those of the T., P. & W.” 
This unreasonableness, it said, in the rates of the central terri- 
tory lines, came about mainly by reason of the ‘extensive blan- 
kets maintained.’ Although the Commission had approved or 
prescribed rates on grain in central territory on the basis of 
27.5 per cent of the first-class rates prescribed in Appendix E 
of the report in the eastern class rate investigation, neverthe- 
less the actual movement of grain in the territory was, for the 
most part, on rates considerably lower than that basis, the 
report said, “and we know of no reason why soybeans should 
not likewise move on this general level.” 

The report noted that, although the complainant had 
assailed the rates as unjust and unreasonable, unjustly discrim- 
inatory, and unduly prejudicial and preferential, it had “appar- 
ently” abandoned its allegations under section 2 and 3, “for it 
is stated of record that to satisfy the complaint the assailed 
rates would have to be reduced to the level of those enjoyed 
by its competitors.” 


Carloading Forwarder Rights 


Examiner M. J. Walsh, in a proposed report in FF-37, 
General Carloading Co., Inc., Freight Forwarder Application, 
has recommended a finding that General Carloading is a freight 
forwarder subject to part IV of the act, and should be granted 
a permit to forward commodities generally between points in 
Massachusetts, Rhode Island, Connecticut, New York, New 
Jersey, Pennsylvania, Delaware, Maryland, Virginia, West Vir- 
ginia, Ohio, Indiana, Illinois, Missouri (St. Louis area), Ken- 
tucky (Louisville area), Michigan (lower peninsula), and the 
District of Columbia, and from those points to Laredo, Tex., 
and points in Texas within a radius of 100 miles thereof. 


The report said that the authority sought was to forward 
commodities generally between points in all the states and the 
District of Columbia, excepting seven, and part of another 
state. General Carloading began operations in 1935, it said, 
succeeding General Freight Co., which had been in business 
since October, 1932. For many years, the report said, General 
Carloading had consolidated or assembled less-than-carload 
shipments into carloads which it forwarded over rail routes 
between points in official territory in the aforementioned states, 
and from those points to Laredo, Tex., and contiguous points. 
It used the facilities of motor common carriers between Balti- 
more, Md., and Pittsburgh, Pa., and between Pittsburgh, and 
Akron and Cleveland, Ohio. It also used motortrucks for local 
pick-up, and for delivery from its consolidation stations to off- 
line points, the report said. Up to and including a part of 1941, 
it had used the facilities of water transportation from Balti- 
more to points on the eastern shore of Maryland, on traffic 
i at points such as Cleveland, Akron and Pittsburgh, 
it said. 

Applicant maintained offices and solicitation staffs at New 
York, Chicago, St. Louis, Mo., Philadelphia, Pa., Baltimore, 
Washington, D. C., Cleveland, Akron, and Laredo, the report 
said. The most easterly point at which applicant loaded cars, 
it said, was Boston, Mass., to which point freight was hauled 
in motor vehicles. But, the report added, the bulk of the 
freight originating at Boston and other points in New England 
was moved to New York for assembly and consolidation. 

Since 1937, it said, applicant had offered services to points 
west of Chicago, and in 1940 instituted operations to various 
points in Texas. As illustrative of operations to the Pacific 
coast, the report referred to a shipment originating at Akron, 
loaded in applicant’s car to Chicago, and there delivered to a 
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connecting freight forwarder for loading in the latter’s car ty 
Seattle, Wash., where final delivery was performed by a loca) 
drayman. Illustrative of its operations to points other thay 
Laredo in Texas, reference was made in the report to a ship. 
ment originating at New York, loaded into applicant’s car t 
St. Louis, where the shipment was delivered to a connecting 
freight forwarder for loading in the latter’s car from tha 
point to ultimate destinations. 

The report said that the applicant contended that it oper. 
ated direct and jointly, “direct” referring to situations wher 
the applicant performed the entire line-haul, and “jointly’ 
referring to shipments where a part of the line-haul was per. 
formed by a connecting freight forwarder. In billing ship. 
ments destined beyond Chicago, where the freight would lp 
delivered to the connecting forwarder, the report said that 
applicant showed the through rate from origin to ultimate des. 
tination, and also that it solicited such traffic in its own name 
However, it said, on traffic from points in official territory ty 
destinations on the Pacific coast and in the southwest, the con. 
necting forwarders operating beyond Chicago and St. Louis 
paid the applicant a certain sum for 100 pounds, for securing 
the traffic. In other words, said the report, “applicant does not 
receive a division of the through rate on traffic destined to 
points beyond official territory.” 

On the other hand, the report pointed out that the appli- 
cant loaded cars to Laredo exclusively, and that this was the 
only point west of Chicago or St. Louis where freight charge 
were collected on applicant’s freight bill. 


Ark.-La. Class Rates 


Examiner H. W. Archer, in a report in I. and S. No. 5171, 
Less Carload Class Rates Between Arkansas and Louisiana, 
embracing I. and S. M-2184, Less-Truckload Class Rates Be- 
tween Arkansas and Louisiana, has recommended that the Com- 
mission find proposed cancelation by railroads and motor com- 
mon carriers of less-carload and less-truckload rates between 
points in northern Louisiana and southern Arkansas to result in 
normal class rates that would be just and reasonable, but that 
the rates that would become effective from Louisiana to Arkan- 
sas would be unduly prejudicial to Louisiana shippers and un- 
duly preferential of Arkansas shippers in distributing their 
wares in southen Arkansas so long as the lower competitive 
rates remained in effect in the latter state. 

The rail rates proposed to be canceled were originally pub- 
lished to meet unregulated motor truck competition while the 
motor rates were published to meet private truck competition 
as well as rail competition, said the report. The rail schedules 
filed to become effective Dec. 15, 1942, and later dates, were 
suspended until July 15, 1943, on protest of the Office of Price 
Administration, and of the Shreveport Chamber of Commerce 
and the Monroe Traffic Bureau. Schedules filed by the motor 
lines to become effective Jan. 30, 1943, were suspended until 
Aug. 30, 1943, on protests of the same interests. 

The suspended rates, referred to as the 220 scale, the report 
said, were published for distances up to 200 miles, and applied 
generally between points in Louisiana on and north of the line 
of the Yazoo & Mississippi Valley Railroad, extending from 
Monroe to Shreveport, on the one hand, and various points in 
Arkansas south of Little Rock, on the other. This scale was 
first established by the rail respondents on Nov. 1, 1933, be- 
tween points in Arkansas, and between Memphis, Tenn., and 
Arkansas points. Subsequently, on the insistence of the Shreve- 
port interests, the scale was published by the rail respondents 
on Dec. 1, 1934, from northern Louisiana to Arkansas destina- 
tions, and on May 5, 1935, the scale was also made effective 
from Arkansas to Louisiana. The 220 scale was first estab- 
lished by the common carrier motor lines on April 1, 1936. | 

Efforts to obtain less-carload traffic through publication 
of this scale of rates, the report said, had been most disap- 
pointing to both the rail and motor carriers, and both urged 
the non-compensatory character of the rates, Aside from other 
considerations, the report said, respondents pointed out that 
these rates were being used by shippers in the general tert! 
tory for comparative purposes in their efforts to obtain re 
duced rates. The most recent proceeding of that nature, it 
said, was pending before the Louisiana commission, at the time 
of the hearing herein, in which proceeding Louisiana shippers 
sought, among other things, the extension of the 220 scale 
within the state of Louisiana. 

The report observed that rates under the 220 scale ranged 
from 68 to 72 per cent of the normal rates for distances of 
150 miles and under, averaging around 70 per cent. For the 
longer distances, it said, the truck competitive rates gradually 
approached the normal rates until at 200 miles they were 4P- 
proximately 97 per cent of the latter. 

“The so-called normal rates which respondents now pro 
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pose to make effective are in no case higher than were pre- 
scribed in the 21st supplemental report in the consolidated 
southwestern proceeding, as increased under the general rate 
advances,” said the report. “In a number of cases they are 
lower than there prescribed by reason of the fact that the clas- 
sification rating on certain articles has been reduced. These 
rates, therefore, which, under respondents’ proposal would sup- 
plant the 220 scale must be deemed as not in excess of reason- 
able maximum rates. Moreover, respondents show that a rela- 
tively substantial volume of l.c.l. traffic moves from points in 
this territory under the normal class rates, or exceptions 
thereto.” 

Neither protesting Shreveport shippers nor the Shreveport 
Chamber of Commerce opposed the cancelation of the 220 
scale southbound from Arkansas to Louisiana, said the report. 
But they insisted, the report said, that these competitive rates 
were necessary on traffic from Louisiana to Arkansas destina- 
tions within the area of the 220 scale in order to permit them 
to compete with the jobbers and wholesalers in that state who 
would continue to have the benefit of these lower rates. 

The Office of Price Administration took the position that 
any increase in the rates in effect on Sept. 15, 1942, was con- 
trary to the price control and stabilization acts unless the in- 
crease was needed to prevent substantial hardship to the car- 
rier involved. Its principal concern here was the possible effect 
the cancelation of the truck competitive rates would have on 
the price structure in its relation to inflationary tendencies. 
The report pointed out that these contentions were discussed 


in — in Texas Rates, Fares and Charges, 253 I. C. C. 723, 
and said: 
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In view of the fact that the rates which it is now proposed to 
maintain between northern Louisiana and southern Arkansas in no cose 
exceed the general level of rates in this territory and which was pre- 
scribed by this Commission, and in view of the further fact that the 
volume of traffiffic involved is inconsiderable and cannot, it seems to 
us, have any determinative effect upon the general price level, the 
Commission should here also conclude that the proposed adjustment 


“would do no violence to the purpose of the price control anud stabili- 
zation program.,”’ 
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Examiner Archer suggested that the Commission enter an 
order vacating the order of suspension insofar as rates from 
Arkansas to Louisiana were concerned, but requiring the can- 
celation of the suspended schedules insofar as rates from 
Louisiana to Arkansas were concerned. He said the proceeding 
should be discontinued. 
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SAN JUAN BASIN LINES LEASE 


Examiner Fabian C. Cox, in a report in MC-F2039, San 
Juan Basin Lines, Inc., Lease, Rio Grande Motor Way, Inc., 
has recommended that the Commission authorize lease by the 
former, of Albuquerque, N. M., for three years, or a shorter 
period on sixty days’ notice, of interstate passenger operating 
tights of Rio Grande Motor Way, Inc., of Denver, Colo., be- 
tween Durango, Colo., and Farmington, N. M. Motor Way is 
affiliated with the Denver & Rio Grande Western Railroad Co., 
according to the report, operating as a motor common carrier 
of passengers and property over regular routes generally paral- 
leling the lines of the railroad in western Colorado, Utah, and 
New Mexico. 

The route proposed to be leased, the report said, duplicated 
San Juan’s present operations for about 24 miles. It pointed 
out that in many section 5 proceedings, lease of duplicating 
apthority had been disapproved as not consistent with the pub- 
lic. However, it said, in Southeast Arkansas Freight Lines, 
Lease, Herrin Motor Lines, 38 M. C. C. 334, the Commission 
found that a departure from the principle enunciated in those 
cases Was warranted in the present national emergency “where, 
as here, motor vehicles would be more efficiently used and 
conservation of equipment and supplies would result.” 
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FORWARDING FOR EXPORT 


_ in order that applicant might serve its original customers 
in its operation as a forwarder for export, by handling the 
shipments of those customers to ports other than New York 
Where vessels for the exportation of such traffic were available, 
Examiner M. J. Walsh has proposed in FF-2, Pitt & Scott 
Corporation Freight Forwarder Application, that applicant be 
granted a permit authorizing it to forward commodities gen- 
erally from New York to Miami, Port Everglades, Tampa, and 
Pensacola, Fla., Mobile, Ala., New Orleans, La., Los Angeles 
rbor and San Francisco, Calif., Portland, Ore., and Seattle, 
ash., for export, up to and including six months after the 
termination of the war. 
The report described Pitt & Scott Corporation as an in- 
dependent outgrowth of Pitt & Scott, Ltd., an English freight 
forwarding company. The American corporation was organ- 
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ized in 1928, it said, and that prior to the present emergency 
exporters of freight at inland points consigned their shipments 
to applicant at New York. There, Pitt & Scott consolidated 
the various shipments, prepared the necessary exportation 
documents, and loaded the shipments on the proper vessels, 
acting in the capacity of an agent for the shipper, and charging 
a stipulated fee for the services rendered. Practically all of its 
business was handled through the port of New York, the report 
said, although applicant undertook to handle shipments for 
export through other ports and had fully equipped offices with 
experienced personnel at New York, and at New Orleans, La. 
There was a special need for the applicant’s service, it 
said, because of the extensive shifting ofsteamship service, 
incident to the war. It was necessary to extend its service be- 
cause of the uncertainty and change in the sailing of vessels, 
said the report, adding that applicant had forwarded carload 
shipments covering a large range of commodities from New 
York to Gulf and Pacific coast ports since May 13, 1942. 


P. R. R. RAIL-MOTOR SERVICE 

A plan of the Pennsylvania Railroad Co. to institute trans- 
portation of freight in regular scheduled truck service, in substi- 
tution for less-carload rail service from and to points in Penn- 
sylvania, resulting in expeditious service and the releasing of a 
great number of railroad cars annually for other operations, is 
embodied in a report by Examiner Herbert P. Haley proposing 
grant of a certificate in MC 19201, Sub. 30, Pennsylvania Truck 
Lines, Inc., Extension—Points in Pennsylvania, embracing MC 
19201, Sub. 31, Same, Extension—Portage and Cresson. 

Specifically, the examiner recommended that the applicant, 
a wholly-owned subsidiary of the railroad, be authorized to 
extend its operations to transport general commodities, except 
explosives and household goods, in Sub. 30 from West Chester 
to Nottingham, Chester Heights and Glen Rose, from Wilkes- 
Barre to East Bloomsburg, from Johnstown to Indiana, and 
from Greenville, to North Girard, over specified routes, serving 
specified intermediate and off-route points, and Sub. 31, from 
Johnstown to Cresson, over regular route authorized in MC 
19201, Sub. 13. The proposed authority is subject to the usual 
conditions imposed in cases involving rail and motor operations 
to insure that the proposed service be limited to that which is 
auxiliary to, or supplemental of, the rail service. 

The report pointed out that applicant owned and operated 
711 pieces of equipment, 370 of which were registered in Penn- 
sylvania, and said exhibits showed that substituted motor serv- 
ice would, in the course of a year, aside from expediting 
service, result in releasing 626 railroad cars for other operations 
with respect to the so-called “West Chester-Nottingham-Glen 
Rose, Pa. route,” 518 cars with respect to the “Wilkes-Barre- 
East Bloomsburg, Pa. route,” 468 cars with respect to the 
“Johnstown, Indiana, Pa. route,” 456 cars with respect to the 
“Greenville-North Girard, Pa. route,” and 156 cars with re- 
spect to the so-called ‘“Portage-Cresson, Pa. route.” It con- 
cluded that there was considerable demand for the service. 


Proposed Reports 


Scrap Iron 


No. 28874, Coeburn Produce Co. vs. N. & W. et al., em- 
bracing No. 28874, Sub. 1, of the same title. By Examiner 
Horace W. Johnson. Dismissal proposed. Rate of $5.80 a long 
ton charged, scrap iron, carloads, shipped between June 17, 
1940, and July 22, 1941, Coeburn, Va., to Zanesville, O., not 
shown to have been unreasonable. 


Petroleum Products 


No. 28860, Pure Oil Co. vs. A. C. L. et al. By Examiner 
J. P. McGrath. Dismissal proposed. Rates on gasoline, kero- 
sene and other refined petroleum products taking the same 
rates and on fuel oil and other low-grade oils grouped there- 
with, in tank-car loads, from Cabin Creek Junction, W. Va., 
and on natural gasoline, in tank-car loads, from Dawes, W. Va., 
to points in Pennsylvania, West Virginia, Maryland, Delaware, 
and northern Virginia, not shown to have been or to be unrea- 
sonable or otherwise unlawful. 


Dining-Car Accommodations 


No. 28895, Elmer W. Henderson vs. Southern Railway Co. 
By Examiner Horace W. Johnson. Dining-car accommodations 
furnished on May 17, 1942, in connection with interstate jour- 
ney of complainant, colored citizen of Baltimore, Md., and an 
employe of the U. S. Government, from Washington, D. C., to 
Atlanta, Ga., unjustly discriminatory and unduly prejudicial 
to complainant holding a first-class ticket and unduly prefer- 
ential of white persons holding similar tickets. The report said 
“this unlawful situation” had been corrected for the future, 
that no affirmative order was necessary, and the complaint 
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should be dismissed. The complaint charged the defendant 
with refusal to furnish accommodations equal to those fur- 
nished white passengers, specifically, refusal and failure to 
seat complainant at a vacant seat at tables allegedly reserved 
for colored passengers at a time when those tables were par- 
tially occupied by white passengers, at a time when complain- 
ant sought service; and the refusal to notify complainant when 
he could be served, as promised, before the diner was taken 
off the train, with the result that complainant was never served. 
The report said the record warranted the conclusion that the 
accommodations now furnished were substantially equal. 


iy 
Motor Proposed Reports 


(Recommended orders in proposed motor renorts, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’ type, 
with name of town or city following.) 


Pennsylvania (Williamsport)—-MC 74239, Sub. 1, J. D. 
Kiessling, extension. Certificate proposed. Soap, Soap powders, 
lard substitutes, edible oils and kindred drug products, in con- 
tainers, from Williamsport, Pa., to points in Lycoming, Clin- 
ton, Tioga, Bradford, Potter and Sullivan counties, Pa., re- 
spectively, and return of rejected shipments. 

Minnesota (Rochester)—-MC 42525, Sub. 1, J. M. Carey, 
extension. Denial of certificate proposed. Household goods 
between points and places in Minn., Ill., Ind., Ia., Mo., Neb., 
N. D., S. D., and Wis. 

indiana (Indianapolis)-MC 1649, Sub. 21, Railway Ex- 
press Motor Transport, Inc., extension, embracing MC 1649, 
Sub. 22, Same, extension. Certificates proposed, subject to 
conditions, as to general commodities moving in express service 
over an alternate route between Kokomo and Elwood, Ind., 
serving no intermediate points, but serving intermediate points 
on U. S. Highway 35 between Logansport and Kokomo, in 
MC 1649, Sub. 21, and general commodities moving in express 
service over certain alternate routes between Bluffton and 
Montpelier, Ind., serving specified intermediate and off-route 
points, in MC 1649, Sub. 22. 

New Jersey (Secaucus)—-MC 17778, Sub. 11, B. & E. Trans- 
portation Co., Inc., extension. Denial of certificate proposed. 
General commodities in Md., Mass., N. Y., R. I., Va., and D. C. 


New Hampshire (Nashua)—-MC 17543, Sub. 2, Abraham 
Shapiro, extension. Denial of certificate proposed. Boot and 
shoe factory supplies, and leather, from Boston, Mass., to Man- 
chester, N. H., and shoes, on return. 

INinois (Chicago)—-MC 42614, Sub. 11, Chicago & North 
Western Railway Co. (Charles M. Thomson, trustee), exten- 
sion. Certificate recommended, subject to conditions. General 
commodities, over specified routes between specified points on 
applicant’s rail lines in Iowa. The report said applicant pro- 
posed to use motor vehicle equipment in the proposed service 
which would be auxiliary to, supplemental of, and coordinated 
with its rail service and would provide a more expeditious and 
satisfactory service to the public. It pointed out that a large 
number of shippers and receivers of freight expressed dissatis- 
faction with “existing motor carrier and rail service.” 

Wisconsin (Glenwood City)—-MC 104293, Jacob Schuster, 
common carrier. Certificate proposed. Livestock, between Glen- 
wood City, Wis., and points and places within 15 miles thereof, 
on the one hand, and South St. Paul and Newport, Minn., on 
the other. 

Ilinois (East St. Louis)—-MC 75110, Gerold Moving & 
Warehousing Co., common carrier. Certificate proposed. Con- 
tinuance of operation, household goods, between specified points 
or areas in Ill., and Mo. The report said a portion of applicant’s 
service, including the transportation of pianos between dealers’ 
warehouses and their trade, was between points in the St. 
Louis-East St. Louis commercial zone, the entire transportation 
being between points within that zone. It said that such trans- 
portation to the extent that it was in interstate or foreign com- 
merce was within the provisions of section 203(b)(8) of the act 
and not subject to certificate requirements. 

District of Columbia (Takoma Park)—-MC 27743, Sub. 2, 
Takoma Transfer & Storage Co., Inc., extension. Certificate 
recommended. Household goods between Takoma Park, Md., 
and points in Md., within 10 miles of Takoma Park, on the one 
hand, and points in Pa., Del., N. J., N. Y., R. L, Tenn., Ga., 
S. C., N. C., Va., Md., and Fla., on the other. 

Minnesota (Minneapolis)—MC 1509, Sub. 44, Northland 
Greyhound Lines, Inc., extension. Certificate proposed. Pas- 


sengers, baggage, newspapers and express between specified 
points in Minn. . 
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8. C. Petroleum Rates Hike 


Based on a plea for added revenue to enable the carrier; 
to remain solvent, the Public Service Commission of South 
Carolina has permitted common and contract motor carriers 
subject to its jurisdiction to put into effect June 20 increased 
rates, and revised rules and regulations for the transportation 
of petroleum and petroleum products (gasoline, kerosene and 
fuel oil) in bulk, in tank trucks, between points in South Caro. 
lina. 

The action was taken by the commission on applications 
filed by the War Emergency Cooperative Association and South 
Carolina Petroleum Haulers Association, in docket No. 3277 
Applicants, according to the commission’s report, feared that 
present rates would not yield sufficient revenue to pay operat. 
ing costs and provide funds for replacement of equipment when 
that became necessary. They pointed out that they were now 
operating under circumstances and conditions somewhat dif. 
ferent from those existing a year or two ago and that they 
anticipated further complexities in the nature of reduced lengths 
of hauls which would increase loading and unloading frequency 
with the result that their equipment would be standing idle in 
loading and unloading terminals for a greater portion of each 
day. The report said the record indicated that approximately 
three hours’ time was consumed, on the average, in loading 
and unloading terminals for each trip, so it followed that, with 
shorter hauls, costs accruing while equipment was being loaded 
or unloaded became relatively more important than heretofore, 
Rising operating costs over 1942, according to the report, were 
based on increases in cost of tires and tubes, increases in drivy- 
ers’ salaries and other factors. 

The commission, in its report, said it had carefully studied 
the facts and testimony presented to it in this proceeding and 
had reached the conclusion that some relief for applicants in 
the form of increased rates on the commodities involved was 
necessary. It said it did not feel that the measure of rates 
sought had been fully justified, but did feel that something 
above the existing level would be just and reasonable, under 
present cireumstances and conditions, for shippers, carriers and 
the consuming public. Throughout the testimony in the case, 
it said, considerable reference was made to rates yielding reve- 
nue equal to 14 cents a round trip mile. It said it agreed that 
such a basis on longer hauls would adequately cover transporta- 
tion costs and leave some margin of profit. For short hauls, 
however, it said, that basis would not yield cost of operation, 
due largely to the fact that carriers’ equipment stood idle in 
loading and unloading terminals for a considerable portion of 
time and earned no revenue while many expense factors con- 
tinued to operate and accrue. In their testimony, it said, appli- 
cants contended that they had a fixed cost equal to $12.90 a 
trip on the number of trips made in 1942, this cost being without 
regard to line haul costs. As distances increased, line haul rates 
absorbed this cost. The commission said its problem, therefore, 
seemed to be to devise a scale of rates for the shorter distances 
which would carry all costs. 

The commission approved a scale of rates, applied to short 
line rail distances, ranging from 5.5 cents for 5 miles to 8 cents 
for 45 miles, from 8.5 cents for 50 miles to 11.5 cents for % 
miles, from 12 cents for 100 miles to 20 cents for 190 miles, 
and from 21 cents for 200 miles to 26.5 cents for 250 miles. It 
found that where short line rail distances, by reasons of geo- 
graphical locations, were circuitous to the extent that they 
equaled or exceeded 150 per cent of short highway distances 
computed via routes over which a loaded 4,000 gallon tank- 
truck could safely traverse, such shorter highway distances 
should be used in determining the rate applicable from origin 
to destination. For the purpose of that finding, it said, highway 
distances to be used were those set forth on South Carolina 
1942 Road Map, or any reissue thereof, issued by the State 
Highway Department of South Carolina. 

The commission’s order was issued as No. 3252. 






CLASSIFICATION RULE 7 REVISION 


Revised classification Rule 7, surrender of straight and 
order bills of lading, has been published and filed with the Com- 
mission, in supplement No. 31 to the Consolidated Freight 
Classification, to become effective July 10, on statutory notice. 

One of the principal changes in the revised rule is a pro 
vision for a corporate surety bond, equal to twice the invoice 
or value of the property, in lieu of a specific bond of indemnity 
as provided in substitute 2, in instances where the bill of lading 
is not surrendered within the five-day period, exclusive of Sun- 
days and bank holidays. The provision applies to delivery o 
shipment covered by order bill of lading in section 3, and 
straight bill of lading in section 4 of the rule. 

The supplement also carries notice of cancellation of the 
suspended rule. Hearing on the suspended rule had been set In 
I. & S. 5217 for June 2, but was cancelled at the request of 
Agent R. C. Fyfe, in view of the filing of the revised rule (see 
Traffic World, May 29, p. 1283). 
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June 5, 1943 


Barge Rates vs. Rail Rates 


Senator O’Daniel, of Texas, has reproduced in the Con- 
gressional Record a statement prepared by C. E. Holloman, 
traffic manager of the Houston, Tex., Chamber of Commerce, 
purporting to show what the barge rates on certain designated 
commodities would be on shipments between Texas and Loui- 
siana points, on the one hand, and Trenton, N. J., on the other, 
if the barge movement could be routed the entire distance over 
the intracoastal waterways. The statement also lists barge rates 
between Texas and Louisiana points and Pittsburgh, Pa., via 
the inland waterway route, and compares the rates by barge 
with rail rates. 

Tables embodied in Mr. Holloman’s statement set forth 
parge and rail rates by the net ton on the following commodi- 
ties: 








Canned goods, in tin, in shipments of 500 tons; iron and steel 
articles, except pipe, in shipment of 500 tons; wrought iron or steel 
pipe, tubes, connections, couplings, and fittings, in shipments of 500 
tons (the rail rates, in this instance, being those from Chester, Pa., 
“no through rates being provided from Trenton, N. J.); wood pulp 
in shipments of 500 tons; petroleum and petroleum products in drums 
in shipments of 500 tons; sulphur, in bulk, in shipments of 500 tons 
(rates by the gross ton); cotton, in bales, in shipments of 300 tons; 
flour and feed, in packages, in shipments of 500 tons; clean rice, in 
packages, in shipments of 500 tons; tobacco, manufactured (plug), 
in packages, in shipments of 300 tons; wool, in grease, in sacks, in 
shipments of 300 tons. 




















“The distances shown by barge line from Pittsburgh, Pa., 
Cairo, Ill., and Louisville, Ky.,” said Mr. Holloman, “are actual 
distances,, as shown in Transportation Series No. 2 (1929), 
Transportation in the Mississippi and Ohio Valleys, issued by 
corps of engineers, United States army, and Southern Water 
Carriers Distance Circular No. 1, Clarence E. Becker’s I. C. C. 
No. A-2. 

“The distances shown from Trenton, N. J., Norfolk, Va., 
and Charleston, S. C., by barge route are approximate dis- 
tances, determined by existing canals from Trenton to St. 
John’s River, Fla., short route distance across Florida to St. 
Marks, Fla., thence via existing canals and channels to Loui- 
siana and Texas. 

“The distances shown by rail lines are the short line dis- 
tances determined by mileage scales and by the Rail Lines’ 
Official Guide and by short line rail distances in Rand McNally 
commercial atlas. 

“There is no barge line service between Louisiana and 
Texas points and Trenton, N. J., Norfolk, Va., and Charleston, 
S.C., and the barge line’s rates shown herein from and to those 
points are constructive rates based on existing barge line rates 
oer and to points on the Ohio and Mississippi River as indi- 
cated. 

“The rates named herein do not include the Ex Parte 148 


percentage increases, recently suspended by the Interstate 
Commerce Commission.” 


Rates a net ton on the commodities named and in quanti- 
ties previously designated were shown by Mr. Holloman in tabu- 
lations including the following: 




















































Canned goods: From Pittsburgh to New Orleans, via barge route 
(1,952 miles), $5.20; via short rail route (1,146 miles), $18.20. From 
Trenton to New Orleans, via barge route (1,650 miles), $4.40 (rate 
based on 85 per cent of the rate from Pittsburgh, ‘‘which represents 
the approximate difference in distance of haul, Trenton vs. Pitts- 
burgh)’’; via short rail route (1.286 miles), $18.40. From Pittsburgh 
to Houston, via barge route (2,362 miles), $7.00; via short rail route 
(1256 miles), $18.00. From Trenton to Houston, via barge route 
(2,060 miles), $6.10 (rate based on 87 per cent of rate from Pittsburgh); 
via short rail route (1,621 miles), $21.00. From Pittsburgh to Corpus 
Christi, via barge route (2,516 miles), $8.00; via short rail route 
(1,478 miles), $20.40. From Trenton to Corpus Christi, via barge 
route (2,214 miles), $7.00 (rate based on 88 per cent of rate from 
Pittsburgh); via short rail route (1,843 miles), $23.00. 

Iron and steel articles: From Pittsburgh to New Orleans, via 
barge route, $5.20; via short rail route, $13.60. From Trenton to New 
Orleans, via barge route, $4.40; via rail route, $16.20. From Pittsburgh 
to Corpus Christi, via barge route, $8.00; via rail route, $22.60. From 
Trenton to Corpus Christi, via barge route, $7.00; via rail route, $25.00. 

Wrought iron or steel pipe, etc.: Pittsburgh to New Orleans, by 
barge, $5.20; by rail, $13.60. Trenton to New Orleans, by barge, $4.40; 
by rail, $16.20. Pittsburgh to Corpus Christi, by barge, $8.00; by 
rail, $19.60; Trenton to Corpus Christi, by barge, $7.00; by rail, $22.60. 

Wood pulp: New Orleans to Pittsburgh, by barge, $5.20; by rail, 
$16.40; New Orleans to Trenton, by barge, $4.40; by rail, $16.60. Corpus 
Christi to Pittsburgh, by barge, $8.00; by rail, $22.00. Corpus Christi 
to Trenton, by barge, $7.00; by rail, $24.60. 

Petroleum and its products, in drums: Houston to Pittsburgh, by 
barge, $6.50; by rail, $14.20. Houston to Trenton, by barge, $5.65; 
by rail, $16.80. 

Sulphur, in bulk: Freeport, Tex., to Pittsburgh, via barge route 
(2,358 miles), $6.00; via rail route (1,319 miles), $12.86. Freeport to 
Trenton, via barge route (2,056 miles), $5.22; via rail route (1,684 
miles), $16.35. 
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Cotton, in bales: New Orleans to Pittsburgh, by barge, $5.20; by 
rail, $16.60. New Orleans to Trenton, by barge, $4.40; by rail, $16.60. 

Flour and feed, in packages: New Orleans to Pittsburgh, by barge, 
$5.20; by rail, $13.000. New Orleans to Trenton, by barge, $4.40; by 
rail, $16.60. 

Clean rice, packages: New Orleans to Pittsburgh, by barge, $5.20; 
by rail, $12.20. New Orleans to Trenton, by barge, $4.40; by rail, 
$14.40. New Orleans to Cairo, Ill., via barge route (973 miles), $3.00: 
via rail route (550 miles), $6.20. New Orleans to Charleston, S. C., 
via barge route (950 miles), $3.00; via rail route (771 miles), $8.00. 

Tobacco, manufactured: Louisville to Houston, via barge route 
(1,758 miles), $7.78; via rail route (1,057 miles), $20.60. Norfolk, Va.. 
to Houston, via barge route (1,770 miles), $7.78; via rail route (1,495 
miles), $25.80. 

Wool: Houston to Pittsburgh, by barge, $8.78; by rail, $29.40. Hous- 
ton to Trenton, by barge, $7.64; by rail, $33.60. 


Mr. Holloman said that the barge line rates to and from 
Pittsburgh, Louisville and Cairo were published in Union Barge 
Line Corporation tariff 100-A, I. C. C. No. 2, and Campbell 
Transportation tariff No. 1-B, I. C. C. No. 5, and covered fur- 


nishing the barge transportation and marine insurance. Con- 
tinuing, he said: 


Rates by barge lines between New Orleans, La., and points jn 
Texas are shown in Inland Water Carriers Freight Association tariff 
No. 100-A, Agent C. E. Becker’s I. C. C. No. A-8. Under these rates 
the shipper or receiver loads and unloads the barges. 
The rail-line rates to and from Pittsburgh and Trenton are pub- 
lished in tariffs shown below, and under these rates the rail lines 
furnish the cars and assume liability for loss and damage. Under 
these rates the shipper or receiver loads and unloads the cars. 


Mr. Holloman listed 17 rail-line tariff references. 


Freight Rate Increase Removal 


Acme Fast Freight, Inc., International Forwarding Co., 
Inc., National Carloading Corporation, Overland Package 
Freight Service, Inc., and Universal Carloading & Distributing 
Co., Inc., through their attorney, Giles Morrow, have petitioned 
the Commission to vacate its order of May 14 in I. and S. No. 
5225, Forwarder Rates to Interstate Points, suspending for 30 
days, or until June 15, all tariffs and supplements filed by all 
forwarders proposing, effective May 15 and later, changes in 
rates and charges based on the railroad Ex Parte 148 reduc- 
tions, other than those to and from Pacific coast states (west 
of Arizona and Colorado). The Commission required that the 
rates and charges in effect May 14 be continued without change 
in the period of suspension (see Traffic World, May 22, p. 1203). 
Alternatively, the forwarders ask that the Commission permit 
the order to expire by reason of its own limitations on June 15, 


thereby permitting the suspended supplements to become ef- 
fective. 


The order of investigation and suspension was entered by 
the Commission following the receipt of protests from only two 
motor carrier tariff publishing bureaus (Middle West Motor 
Freight Bureau and Southern Motor Carriers Rate Conference), 
who complained chiefly against lack of notice and opportunity 
to study the proposed new rate basis, said the forwarders, add- 
ing that so far as they were advised no further protests against 
the proposed rates had been filed. Pointing out that they were 
in direct competition in the transportation of less-carload freight 
with common carriers by railroad and common carriers by 
motor vehicle, the forwarders declared that since May 15 such 
carriers had enjoyed a rate advantage in such transportation 
by reason of the fact that their rates were reduced whereas the 
forwarders’ rates were, by the suspension order, “frozen” at 
the level of rates in effect on May 14, with the exception of the 
rates on transcontinental traffic. The business of the forwarders 
had, therefore, suffered to a considerable extent, and the rela- 
tions of the forwarders with their customers had been strained, 
they said, adding: 


Many of your petitioners’ customers recognize that the premium 
level of the frozen rates is a situation over which your petitioners had 
no control. They recognize too that the suspension order was limited 
in duration. Under those circumstances they continued to patronize 
your petitioners but conditioned the continuance on relief being se- 
cured at the end of the prescribed thirty-day period. Failing such re- 
lief they have announced their intentions of diverting traffic away from 
your petitioners to other forms of transportation affording them lower 
rates. Your petitioners sincerely believe that the failure to secure 
relief will result in heavy additional withdrawals of patronage, to the 
detriment of your petitioners’ business and, by reason of such with- 
drawals the quality of the transportation service and the regularity 
which has heretofore been maintained will be seriously impaired to the 
detriment of the shipping public. 


The forwarders said they recognized that the rate adjust- 
ment made by the supplements was experimental because of 
the necessity confronting them to adjust their rates, in part, to 
the level of the new railroad rates, and in part to the level of 
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motor carrier rates, the latter in those service movements in 
which the forwarders utilized the facilities of motor carriers. 
The publishing bureaus of motor carrier rates had announced 
the intention of their industry to maintain, as long as they 
could, the level of their then effective rates, but the forwarders 
said they were conscious that the action of the individual motor 
carriers would be controlling and that many individual carriers 
had already made known their determination to reduce the level 
of their rates to the new railroad basis. 

The forwarders said they felt that a fair trial should be 
accorded “this experimental rate adjustment,” and added “they 
recognize that it may require modifications in the future, but 


feel that at least an opportunity should be afforded for its fair 
trial.” 


Oo. P. A. ON ALCOHOL STORAGE CHARGES 


Maximum prices for storage and handling of alcohol for 
or belonging to the Defense Supplies Corporation have been 
established by the Office of Price Administration by amend- 
ment No. 176 to special regulation No. 14 of its general max- 
imum price regulation. The amendment was issued May 29, to 
become effective June 1. It was published in the June 1 issue 
of the Federal Register. 


RAIL RATES AND ST. LAWRENCE PROJECT 


Commenting on a statement that the railroads might have 
to refund ‘‘a few hundred million dollars” to the Maritime 
Commission out of freight charges collected on shipments of 
materials to shipyards, as a result of the commission’s conten- 
tion that land-grant rates should apply to such shipments (see 
Traffic World, Jan. 9, p. 94), Representative Pittenger, of Min- 
nesota, argued that transportation of steel by rail from the 
Great Lakes basin to seaboard shipyards would have been 
unnecessary if the St. Lawrence seaway had been built and 
if the shipyards had been located “next door to the steel mills.” 

He said that it seemed safe to say that the Maritime Com- 
mission’s total expenditure for freight would run $500,000,000 
or more to date since the beginning of the war,” and that there 
was no information as to what the navy, the army and lend- 
lease were spending on military shipments moved by rail. 

“No opponent of the Great Lakes-St. Lawrence seaway 
and power project, however extravagant,” he said, “has con- 
tended it would cost more than $500,000,000 to construct the 
St. Lawrence project. .. . There certainly can be no question 
that the Maritime Commission is paying its huge freight bill 
to the railways to ship steel made in the Great Lakes basin to 
seaboard shipyards which, had the seaway been built, might 
better have been located next door to the steel mills. Even a 
blind man can see that the American taxpayers are paying for 
a Great Lakes-St. Lawrence seaway but not getting it. In 
other words, the enormous saving in the freight rates paid the 
railroads amounts to enough to build the St. Lawrence seaway 
project several times over. . . . Does anyone suppose that the 
railways now hauling this tremendous, but unnecessary—if 
we had the seaway—traffic are not consuming huge amounts 
of critical materials and manpower? The use of these mate- 
rials would be unnecessary if the St. Lawrence seaway project 
were in operation, and their diversion to the seaway now will, 
in my opinion, result in a net saving of money, men, and 
materials before the war period can end... .” 


Pullman Reservation Refund 


A complaint charging refusal of the Pullman Company to 
make refund of monies paid for two tickets, which were unused, 
covering Pullman transportation from Washington, D. C. to 
Chicago, Ill., has been filed with the Commission in No. 28983, 
James Flett, doing business as James Flett Organization, 
Chicago, Ill. vs. Pullman Company. 

Tickets were purchased for transportation of complainant 
and his attorney in cars leaving Washington at 5:25 p. m. on 
Dec. 18, 1942, according to the complaint. But, because both 
were attending a hearing in Washington before the Office of 
Price Administration which continued without interruption from 
2 p. m. until 6 p. m. that day, there was no opportunity to 
telephone or to advise the company or the railroad to cancel or 
release the space covered by the tickets, it said. 

The complaint said a refund was requested which the 
company refused to make, stating in reply that it was essential 
that all space in cars operated for accommodation of civilian 
travel be utilized to the fullest extent and that because of exist- 
ing conditions, redemption by ticket agents of unused Pullman 
tickets on and after May 20, 1942, might only be made where 
the space covered had been released sufficiently in advance of 
departure of train for which sold to enable the accommodations 
being replaced on sale for use of others, where connection had 
been missed due to delayed arrival of a connecting railroad 
train, or where for any reason the accommodations covered 
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by the ticket were not available. Where reservation had not 
been released before train departure, ticket agent would, if re. 
quested, arrange for cancelation en route, but was not author. 
ized to make refund on the ticket, the company stated in a 
notice to complainant, said the complaint. The notice added, it 
said, if, through such cancelation, use was made of the accom- 
modations, refund of the rate applicable from the point where 
the space was used would be made on application to the genera] 
passenger agent, the Pullman Co., Chicago, IIl. 

The applicable tariff provisions, pursuant to which the de. 
fendant had refused to make a refund of the monies paid for 
the tickets, the complaint said, were confiscatory and in viola. 
tion of the due process clause of the Constitution of the United 
States insofar as the tariff provisions did not require defendant 
when denying a request for refund to state or make a showing 
that the space covered by the tickets remained unsold from the 
point where use of the space was to have begun to the destination 
shown on the ticket; and sections 1(5), 2, and 6(7) of the inter. 
state commerce act; and if such space had been resold on the 
train and a refund denied by the carrier, then such denial would 
be in violation of the aforesaid sections of the act. Such state. 
ment or showing had not been made, said the complaint, adding 
that it was common knowledge, that Pullman space was often- 
times sold on the train by the Pullman conductor and that, 
insofar as it (complainant) knew, the space covered by the 
tickets in question might very well have been sold by the 
conductor. Yet, the complaint declared, under the applicable 
tariff provisions, as interpreted by defendant, nothwithstanding 
such sale, the complainant would not be entitled to a refund. 

Complainant asked that the defendant be required to state 
whether the space covered by the tickets for the trip, or any 
portion thereof, was sold to others, and, if so, that refund be 
required; also that tariff provisions applicable to refunds be 
amended to require defendant, when denying refund, to state 
whether the accommodations reserved remained unsold, and if 
such space had been sold for any portion of the trip, that a 
refund, in accordance with the applicable tariff rates, be made 
for such portion. 





Minimum Rate Restrictions 


Examiner D. C. Dillon held hearings at Chicago, June 1, 
in I. and S. M-2148, minimum rates of American Carloading 
Corporation, and I. and S. M-2166, and two supplements, ex- 
ceptions to application of rates in the east and west. Both 
cases involved suspensions of tariffs published by the Central 
States Motor Freight Bureau, proposing establishment of 
exceptions to the application of class rates, in the form of so- 
called class rate stops on joint-line traffic. Representatives of 
the Office of Price Administration, which obtained the suspen- 
sions, and of the War Department appeared as protestants. 

I. and S. M-2148 involved, according to witnesses for 
American Carloading Corporation, supplements to two tariffs, 
MF-I. C. C. 36 and 55, published by the bureau in December, 
1942, under which the carrier would charge not less than class 
3 or column 70 rates on traffic moving via two road-haul con- 
necting motor carriers and not less than class 4 or column 50 
on traffic moving via one connecting motor carrier. They 
said similar traffic at present was subject to the same restric- 
tions as proposed, under applicable individual tariffs published 
by American before it became a member of the bureau last 
fall. For that reason, they said, rate increases were not in- 
volved, as alleged by the O. P. A. 

Haskell Donoho, counsel for the O. P. A., and Capt. E. H. 
Cox, of the judge-advocate general’s office, U. S. Army, sought 
to show by cross-examination that the suspended supplements, 
if allowed to become effective, would result in increased 
charges on shipments now moving at less than class 4 or col- 
umn 50. They took the position that such “stops” were unduly 
discriminatory against lower-rated traffic and allowed motor 
carriers to “take the pick” of more profitable traffic. 

In I. and S. M-2166, Harry Slater, counsel for the bureau, 
said the proceeding involved restrictions similar to those i 
the other case, published for the account of nine member cal- 
riers. He said those carriers had in the last few days informed 
him that they intended to ask the Commission to permit them 
to cancel the suspended tariffs. He said that, since no repre 
sentative of the nine carriers was present at the hearing, 
“there is nothing we can do to support the proposed restric 
tions.” He did not say why the carriers intended to cancel the 
tariffs. Mr. Donoho and Capt. Cox asked that the Commission 
order the suspended tariffs withdrawn. 


LONG ISLAND G. T. M. 

W. McL. Pomeroy, general traffic manager of the Pennsyl- 
vania Railroad Co., has asked the Commission to authorize him 
to hold the position of general traffic manager of the Long 
Island Railroad Co. 
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June 5, 1943 


Union Barge Line Rights 


Alleging that the decision of the Commission on reargument 
in W-104, Union Barge Line Corporation Applications for Cer- 
tificate, Permit, and Exemptions, ran counter to the decisions 
of the Commission, and of the courts, in the interpretation of 
the “grandfather” clause of part III of the act, southern and 
southwestern rail lines, and Greene Line Steamers, Inc., have 
petitioned for reopening and reconsideration of the case. 

In substance, the two petitions ask that the Commission 
restore the limitations stricken from the certificate when the 
Commission reversed the findings of division 4 in the prior 
report, 250 I. C. C. 249, removed the limitation of a minimum 
tonnage of 200 tons a shipment, and corrected the certificate to 
include continuance in operation in transportation on the Gulf 
intracoastal waterway, and on the Mississippi River between 
Cairo, Ill., and St. Louis, Mo. (see Traffic World, April 24, 

. 965.) 

. The rail lines quoted from the report of the Commission 
on reargument to the effect that Union, while it operated 
barges and towboats, did not operate towboats on the canal, 
and that its laden and empty barges to and from points on the 
canal were towed by Coyle Lines; and that traffic between 
Cairo and St. Louis was handled in a similar manner. On these 
facts, and after consideration of the advertising of Union, its 
manner of billing shipments, and its towing contract with Coyle 
Lines, said the petition of the rail lines, the Commission arrived 
at the conclusion that “the services of Coyle Lines was inci- 
dental towage performed for Union under an agency or con- 
tractual arrangement, within the meaning of section 303(f) (2).” 

This conclusion, the rail lines said, was contrary to United 
States vs. Rosenblum Truck Lines, 315 U. S. 50, because it 
created a multiple “grandfather” right out of what theretofore 
was a single operation. Union’s advertising, its method of bill- 
ing and rate publication, and its contract with Coyle Lines, said 
the rails, was merely “scenery,” and subordinate to the clear 
point of the Rosenblum case. Otherwise, said they, quoting the 
decision in Noble vs. United States, et al., decided May 3, 1943, 
“the ‘grandfather’ clause would be utilized, not to preserve the 
position which the carrier had obtained in the nation’s trans- 
portation system, but to enlarge and expand the business beyond 
the pattern which it had acquired prior to...” the critical 
date (see Traffic World, May 8, p. 1091). 

Much confusion would result if the ruling that the service 
of Coyle Lines was incidental towage performed for Union was 
to stand, the rails contended. In substance and purpose, they 
said, section 303(f)(2) corresponded to section 202(c)(2) of 
part II, in that both were plainly designed to embrace terminal 
services as distinguished from road-haul services. To say that 
section 303(f)(2) supported the contested ruling, said they, “is 
to broaden the scope of the act beyond the obvious intention 
of the framers.” 

Addressing itself more particularly to the elimination of 
the 200-ton limitation, Greene Steamship Lines, Inc., said that 
proof as to bona fide operation was required of the applicant 
ina “grandfather” proceeding and that Union had failed to 
show that it had handled prior to, or on, Jan. 1, 1940, quantities 
of freight in less than 200-ton lots. Therefore, it said, the 
Commission was without authority to grant the right to the 
applicant when, “as is the case here, another carrier holds the 
right and objects to the granting of like rights to others who 
have never operated in the movement of quantities of less than 
200 tons heretofore.” 


The specification of localities which might be served, it 
said, under a “grandfather” application, were the localities 
which had been served in the past and that the quality of the 
service must be interpreted as the precise kind of service the 
applicant did actually render prior to or on the “grandfather” 
date, adding that “this is the pattern the Commission is re- 
quired to follow in the granting of an application under the 
‘grandfather’ clause. And the Commission has followed such 
pattern in its administration of part II of the act, and in some 
few cases under part III of the act.” 

The granting of permission to Union of unlimited and un- 
restricted service between all points, on all commodities, and 
for all quantities, said the Green Line, was an extension of 
authority not provided for under the “grandfather” clause. 
There were ways provided in the act it said, by which a carrier 
might increase or extend its services, but that the “grand- 
father” clause was not one of them. 

On consideration of telegraphic request on behalf of south- 
€rn and southeastern rail lines, protestants, for extension of 
ume for filing petition for reconsideration, the Commission, by 
Commissioner Mahaffie, has extended, by an order in W-104, 
the time for filing petitions to June 1. 

A joint brief has been filed by River Terminals Corporation, 
and DeBardeleben Coal Corporation, doing business as Coyle 
Lines, in W-104, asking for reconsideration and rehearing, and 
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for an order denying that part of the application seeking au- 
thority to operate to or from points on the Gulf Intracoastal 
Waterway. The brief also asked postponement of the effective 
date of the certificate and order pending the expiration of time 
for reply to the petition and consideration thereof by the Com- 
mission, and that such postponement be until Aug. 20 at the 
earliest. 

The brief was entirely directed to the position of Coyle 
Lines. It said that, in performing the transportation for Union, 
Coyle lines “did not intend to and did not as a matter of fact 
relinquish its common carrier status as to any of the traffic 
which it handled upon the Intracoastal Waterway.” There was 
never, it said, any question of an agency. The fact that it had 
transported freight in the barges of Union, the brief said, did 
not mean that Coyle Lines was not the carrier of the freight 
since it had merely taken advantage of the improvement of a 
protected waterway which made possible the movement of 
inland river barges to Texas points, and thereby eliminated the 
necessity for a transfer charge at New Orleans. 

The conclusions of the Commission in this proceeding, the 
brief said, were in direct conflict with the well established prin- 
ciple that multiple “grandfather” rights could not be granted 
on the basis of a single transportation service. The brief cited 
United States vs. Rosenblum Truck Lines, Inc., 315 U. S. 50, 
which, it said, had been recognized and cited by the Commission 
as establishing a principle which governs the consideration of 
applications under part III of the act, citing W-726, John J. 
Boland, decided March 31, 1943; and W-727, Dwyer Lighterage, 
Inc., decided March 26, 1943. 


McINTYRE FORWARDER APPLICATION 


The Commission, division 4, by an order in FF-82, J. R. 
McIntyre Application, has authorized J. R. McIntyre, doing 
business as Coast Carloading Co., of Los Angeles, Calif., to 
operate as a freight forwarder in the transportation of com- 
modities generally from points in the counties of San Luis 
Obispo, Kern, San Bernardino, Los Angeles, Ventura, Santa 
Barbara, Orange, Riverside, Imperial, and San Diego, Calif., 
to points in Idaho, Washington, and Oregon. The order denied 
that portion of the application seeking authority to serve points 
in California other than those in the aforementioned counties. 


FREIGHT FORWARDER ACTION 


The Commission, division 4, by an order in FF-79, Harry 
F. Leveson, Freight Forwarder Application, has issued a permit 
to Harry F. Leveson, doing business as Western Carloading Co., 
to operate as a freight forwarder in the transportation of com- 
modities generally from all points in Alabama, Connecticut, 
Delaware, Georgia, Maine, Maryland, Massachusetts, New 
Hampshire, New Jersey, New York, North Carolina, Pennsyl- 
vania, Rhode Island, South Carolina, Tennessee, Vermont, 
Virginia, West Virginia, and the District of Columbia, to all 
points in California. 


FORWARDER SUBSTITUTION 


The Commission, division 4, by an order in FF-31, A. 
Meyers Substitution, has permitted substitution of Western 
Transportation Co., Inc., as applicant, in place of A. Meyers, 
doing business as Western Transportation Co. 





Forwarder Rate Protest 


Acme Fast Freight, Inc., has petitioned the Commission 
to suspend certain rules in four supplements to Pacific & At- 
lantic Shippers Association tariffs. The rules, said Acme, 
“purport to name rates for handling of ‘carload shipments’ in 
various transportation services. . . .”” They provided a reduction 
in rates and charges which, if permitted to go into effect, the 
petition said, would compel it and all other forwarders to 
establish similar rates and charges and that this would tend 
“to break down and disrupt the rate structure of all for- 
warders.” 

Any or all of the rules, in combination, might be used as a 
device for accumulating individual consignments from a multi- 
plicity of shippers into carload quantities, or parts thereof, and 
frustrate the application of P. A. S. A.’s own less-than-carload 
rates on quantities and shipments which were less-than-carload 
in character, the protest said. The rules specified no obligation 
to handle shipments accepted under their provisions as a single 
carload or as a part-carload as tendered, it said. Hence, it 
added, they would permit the movement of less-than-carload 
shipments at rates substantially less than less-than-carload 
rates of Acme or any other forwarder, and provided less-than- 
carload service on the part-carload or any portion thereof on 
a carload base charge. The rules could thus be used, the pro- 
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test said, as a device to give larger shippers of less-than-carload 
traffic preferentially lower rates than smaller shippers. 

The rules departed from all principles of rate making in the 
case of less-than-carload traffic, the protest, said, and ignored 
“the established demarcation in principle, as between carload 
shipments and less-than-carload shipments, which has been 
approved by the Interstate Commerce Commission for many 
years in its various rate decisions.” The application of the 
charge was indefinitely stated in the rules, it said, and that 
they were ambiguous and vague in language, did not properly 
define the different ‘‘duties in operating methods which they 
attempt to differentiate,” and that all this was in violation 
of section 405 of the act. 

The protest was directed to the following rules and supple- 
ments to Pacific & Atlantic Shippers Association: 

New Rule 51 in supplement No. 8 to tariff I. C. C—FF. No. 
18; new rule 130 in supplement No. 8 to tariff I. C. C—FF 
No. 12; new rule 29 in supplement No. 8 to tariff I. C. C.— 
FF No. 11; and new rule 27 in supplement No. 8 to tariff 
I. C. C.—FF No. 10, all filed to become effective June 16. 





Leather from Sault Ste. Marie 


Examiner D. C. Dillon held a hearing at Chicago, June 1, 
in I. and S. M-2203, leather, Sault Ste. Marie, Mich., to Chi- 
cago and Milwaukee, involving suspension of schedules pub- 
lished in supplement No. 15 to the Central States Motor 
Freight Bureau tariff MF-I. C. C. No. 80, proposing to increase 
from 45 to 76 cents the any-quantity rate on leather moving 
principally via the Lock City Transportation Company from 
Sault Ste. Marie to Menominee, Mich., and via the Wesley 
Freight Company from Menimonee to Chicago. The proposal 
was opposed by representatives of the O. P. A. and the War 
Department. 

J. F. Steng, owner of the Lock City Company and man- 
ager for the Wesley Company, testified that his companies 
transported the leather on a joint-line arrangement under 
which the Wesley Company received 52 per cent of the rev- 
enues and the other 48 per cent. He said leather constituted 
80 per cent of the Lock City Company’s southbound traffic 
from Sault Ste. Marie; that wage and operating costs had 
risen considerably in recent months; that the present 45-cent 
rate did not result in a profit for either of the two truckers; 
and that if a rate of 76 cents were made effective he could 
continue to obtain the leather traffic. He said the leather was 
used in the making of shoes and the increase in rate as pro- 
posed would add no more than 1% cents to the cost of a pair 
of shoes. He said the proposed rate was closely comparable to 
other rates on leather in the middle west. 


Capt. B. J. Brooks, in charge of the regulatory bodies sec- 
tion, traffic control division, transportation corps, U. S. Army, 
said the 76-cent rate, if made effective, would increase costs 
borne by the War Department, on leather moving southbound 
from Sault Ste. Marie, by approximately $13,000 a year. 
Counsel for the O. P. A. and War Department sought to show 
by cross-examination of Mr. Steng that the 45-cent rate was 
sufficiently compensatory to the two truckers; that the rail- 
roads charged only 43 cents on the same traffic; and that 
though higher rates on leather existed between other points 
in the middle west, those rates were only paper rates. 


A. & P. Contract Carriers 


A petition has been filed with the Commission in MC 60058, 
Simon McAteer and Simon McAteer, Jr., Contract Carrier Ap- 
plication, in which the applicants ask that the full Commission 
reconsider the decision of division 5 of the Commission, after 
oral argument. In that decision, division 5, describing the case 
as one which was looked to by all interested parties as a test 
case, said it had carefully reexamined the arguments presented, 
but saw no occasion to depart from the reasoning set forth in 
the Keystone case, or the conclusions there reached. 

The case referred to, Keystone Transportation Co., Con- 
tract Carrier Application, 19 M. C. C. 475, restricted the au- 
thority granted to contract carriage ‘of such merchandise as is 
dealt in by wholesale, retail, and chain grocery and food busi- 
ness houses, and in connection therewith, equipment, materials 
and supplies used in the conduct of such business, but only under 
contracts or agreements with persons (as defined in section 
203(a) of the act) who operate retail stores, the business of 
which is the sale of food.” (See Traffic World, April 3, p. 785.) 

Under the Keystone restriction to carriage for persons who 
operate retail stores, the instant petition said, the applicants 
were debarred from continuing the service they had been ren- 
dering. Prior to May, 1934, the petition said, applicants had 
served the Great Atlantic & Pacific Tea Co. in the performance 
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of retail package delivery from the A. & P. retail stores to 
homes of customers. But on the critical date, it said, applicants 
were in “wholesale distribution service,’ and that their opera. 
tions were different and separate from the transportation sery. 
ice required by retail stores. The contract was made with, and 
the operations came under the direction of those concerned with 
the wholesale enterprises of the A. & P., the petition said, and 
that the various wholesale enterprises of A. & P. subsidiaries 
were independent units with independent accounting systems, 
and that “every enterprise is required to survive on its own 
basis and without regard to the retail store enterprise.” 

After quoting the dissenting opinion of Commissioner Lee 
in the report of division 5 of the Commission, to the effect that 
contract carriers whose permits were subject to the restriction 
might be forced out of business by the termination of their con. 
tracts with the particular chain store companies which they 
were serving on the “grandfather” date, the instant petition 
said that, ‘under the present record the Keystone restriction js 
mere subterfuge. The practical effect is to limit the authority 
under the permit to ‘transportation for A. & P. of such mer. 
chandise as is dealt in by it or used in connection with the con. 
duct of its business’.” 

The restriction, said the petition, was contrary to the prac. 
tice of the Commission in other cases, citing the language in 
Montgonna & Co. Contract Carrier Application, 32 M. C. ¢ 
691; Jacksonville Transfer & Storage Co., 26 M. C. C. 379; and 
Columbia Terminals Co. Contract Carrier Application, 32 M, 
C. C. 177. These were carriers operating under contracts with 
the A. & P. the petition said, and that a review of the varying 
descriptions in contract carrier permits “clearly established a 
much broader description of the business of the contract carrier 
than that sought to be assigned to certain applicants under the 
‘grandfather’ clause who happen to have had contracts with 
Ao,” 

The applicant here, said the petition, definitely established 
that he did not desire to make a basic alteration in the char- 
acteristics of the enterprise of the contract carrier and did not 
desire to add or substitute contracts under a holding out of the 
common carrier, but desired to remain within the legal status 
of a contract carrier in the adding or substituting of contracts, 
as authorized by Congress in section 209(b) of the act. There- 
fore, it said, the fear of competitive conditions that might arise, 
“and which was the basis for the Keystone decision,” was not 
present in the instant case. 


Suspended Tariffs 


(Designation of a toriff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2242, the Commission has suspended from 
May 31 until Dec. 31 the operation of certain schedules as 
published in supplement No. 4 to tariff MF-I. C. C. No. 9 of 
McCullough Transfer Co., Youngstown, Ohio. The suspended 
schedules propose to establish increased and reduced com- 
modity rates on roofing, paving and building materials, mini- 
mum 20,000 or 23,000 pounds, from Tonawanda, N. Y., to points 
in Pennsylvania. 

In I. and S. M-2243, the Commission has suspended from 
May 31 until Dec. 31, the operation of supplement No. 4 to 
tariff MF-I. C. C. No. A-78 of the Middle Atlantic States Mo- 
tor Carrier Conference, Inc., Agent, Washington, D. C. The 
suspended schedules propose to establish increased class rates 
between Cedar Point, Md., and Alexandria, Va., Annapolis and 
Baltimore, Md., and Washington, D. C., subject to increased 
minimum charges a shipment. 

In I. and S. M-2244, the Commission has suspended from 
May 31 until Dec. 31 the operation of certain schedules pub- 
lished in supplement No. 25 to tariff MF-I. C. C. No. A-88 of 
Middle Atlantic States Motor Carrier Conference, Inc., Agent, 
Washington, D. C. The suspended schedules propose to cancel 
certain through rates from and to points in southern Mary- 
land; also to establish arbitraries in connection with rates and 
minimum charges a shipment, from and to various points In 
New York. 


TEMPORARY WATER AUTHORITY 

The Commission, division 4, by an order in W-78, Camp- 
bell Transportation Co. Temporary Authority Application, has 
authorized Campbell Transportation Co. to operate as a com: 
mon carrier by non-self-propelled vessels with the use of sepa 
rate towing vessels, in interstate or foreign commerce, in the 
transportation of commodities generally between ports and 
points along the Cumberland River, until Dec. 31, 1944, unless 
sooner suspended, modified, or set aside by further order of the 
Commission. 



















0 


= es Oo OL OSS ss of 


ini tie ti ti ~~ i ian we 











/ WORLD 


1 stores to 
, applicants 
heir opera- 
tation sery- 
e with, and 
cerned with 
nm said, and 
subsidiaries 
1g Systems, 
on its own 
rise.” 

ssioner Lee 
» effect that 
> restriction 
yf their con- 
which they 
ant petition 
estriction js 
ie authority 
f such mer. 
‘ith the con- 





to the prac- 
language in 
2m. C.€ 
C. 379; and 
ition, 32 M. 
ntracts with 
the varying 
stablished a 
tract carrier 
ts under the 
ntracts with 


7 established 
in the char- 
and did not 
ig out of the 
legal status 
of contracts, 
2 act. There- 
might arise, 
on,”” was not 


all schedules 
many sched- 
published in 
fic Bulletin.) 


spended from 
schedules as 
Cc. No. 9 of 
he suspended 
educed com- 
terials, mini- 
. ¥., to points 


spended from 
ent No. 4 to 
ic States Mo- 
. DB: Cc. Te 
2d class rates 
Annapolis and 

to increased 


spended from 
chedules pub- 
. No. A-88 of 
>, Inc., Agent, 
pose to cancel 
uthern Mary- 
with rates and 
ious points 10 


& 

W-78, Camp- 
pplication, has 
ate as a com: 
he use of sepa- 
merce, in the 
ben ports an 
1, 1944, unless 
r order of the 













































June 5, 1943 


Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 





(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 


LOSS OF OR INJURY TO GOODS 


(Court of Civil Appeals of Texas, Eastland). Where broker 
obtained shipper’s order bill of lading on carload of beans 
which was delivered to warehouseman, warehouseman was 
under duty to deliver beans to order of broker until informed 
that all beans in car did not belong to shipper. Bill of Lading 
Act Secs. 3, 7, 30, 49 U. S. C. A. Sees. 83, 87, 110. 

Under Federal Bill of Lading Act, a ‘‘bill of lading” is in 
nature of a muniment of title, and holder of it is entitled to 
demand possession of goods shipped when they reach their 
destination, and carrier is relieved of liability on account of 
carriage of such goods when it delivers goods to such holder. 
Bill of Lading Act Secs. 3, 7, 30, 49 U. S. C. A. Secs. 83, 87, 110. 

One to whom an order bill of lading is negotiated may 
convey property shipped to a purchaser in good faith. 

Evidence that storage company delivered a shipment of 
beans to various parties under orders of a broker who had 
obtained an order bill of lading covering the shipment did not 
disclose a “trespass” within exception 9 of the venue statute, 
so as to authorize an action against the company in the county 
where the deliveries were made, notwithstanding that the bill 
also contained a notation to notify a resident store company 
which refused to receive the shipment, since such notation gave 
the store company no rights in the shipment. Rev. St. 1925, 
art. 1995, subd. 9. 

Plaintiff, seeking to establish venue in county of suit under 
exception 9 of the venue statute on the ground that a trespass 
had been committed by conversion of a shipment of beans, had 
burden to establish its title to such shipment. Rev. St. 1925, 
art. 1995, subd. 9. (Abilene Storage Co. vs. Eugene Fruit 
Growers Association, 170 S. W. Rep. 2d 511). 


























LAURA SCHECK LEASE 


The Commission, division 4, by a supplemental order in 
MC F1976, Crown Motor Freight Co.—Lease—Laura Scheck, 
has modified its order of March 1, 1943, to authorize lease by 
Crown Motor Freight Co., of Paterson, N. J., of that portion 
of the operating rights of Laura Scheck, doing business as 
Beach Transportation Co., of New York, N. Y., lawfully claimed 
under the “grandfather” clause in pending application in MC 
43046, between New York city and Pittsburgh, Pa., over a 
specified route, and return over the same route, serving all 
intermediate points and the off-route points of Altoona, Pa., 
and those within the commercial zone of New York city. 




























Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 







(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 
















REGULATION OF COMMON CARRIERS 


(Supreme Court of Ohio.) What constitutes a common 
carrier under statute is a ‘question of law’, but it is a ‘‘ques- 
tion of fact’ to be determined by State Public Utilities Com- 
mission whether one claimed to be a common carrier is within 
such definition and is operating his business in that capacity. 
Gen. Code, Secs. 614-84, 614-103. 

Evidence supported finding by Public Utilities Commission 
that applicant seeking amendment to its private or contract 
motor carrier permit authorizing applicant to transport prop- 
erty for an additional shipper was in fact a “private or con- 
tract carrier” rather than a “public carrier’, notwithstanding 
that new customers had been sought by applicant, where it 
did not appear that applicant in so doing was acting in bad 
faith with an intention to violate terms of its permit by ren- 
ering service to a new shipper before duly securing necessary 
authority from commission. Gen. Code, Secs. 614-84, 614-103. 

Evidence failed to establish that the granting of applicant’s 
application for an amendment to applicant’s private or contract 
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motor carrier permit authorizing applicant to transport prop- 
erty for an additional shipper was against public interest. 
Gen. Code, Secs. 614-84, 614-103. 

Terms of entry by Public Utilities Commission in its 
journal constituted a sufficient finding to serve as a basis for 
commission’s decision granting applicant’s application for an 
amendment to its private or contract motor carrier permit. 
Gen. Code, Sec. 614-103. (Cleveland C. & C. Highway vs. 
Public Utilities Com’n, 48 N. E. Rep. 2d 239.) 


Alton Reorganization 


In Finance No. 14030, Alton Railroad Co. Reorganization, 
Henry A. Gardner has asked the Commission to ratify his 
appointment as trustee of the Kansas City, St. Louis & Chicago 
Railroad Co., an Alton subsidiary. Mr. Gardner was appointed 
trustee by the federal court at Chicago (see Traffic World, 
May 29, p. 1274). The petition also asks the Commission for an 


order fixing the maximum limit of his compensation as such 
trustee. 


Judge John P. Barnes in federal court at Chicago has set 
for September 20 hearing on issues relating to the status of 
the Kansas City, St. Louis and Chicago Railroad as a subsidiary 
of the Alton Railroad. Benjamin Fairchild, et al., minority 
holders of the subsidiary’s guaranteed preferred stock, take 
the position that, under an old lease, the Alton must pay $7 
a share on the stock annually. Henry A. Gardner, trustee for 
both companies, has informed the court he does not know 
whether or not the lease is in effect. In addition, the minority 
stockholders of the Kansas City Company seek to have more 
clearly designated as K. C., St. L. and C. property a fund 
amounting to approximately $173,000 held by the Alton for 
several years (see Traffic World, May 22, p. 1205). 


Petitions to intervene generally in the Alton reorganization 
proceedings have been filed by the Aetna Insurance Company, 
et al., holders of 933 shares of capital stock of the Joliet and 
Chicago Railroad, owner of that part of the Alton line between 
Chicago and Joliet, Ill., and by the Reconstruction Finance 
Corporation. Aetna, et al., allege that the Alton is lessee of 
the J. and E. line under a contract providing that $1.75 pre- 
ferred dividend be paid quarterly on the 15,000 outstanding 
shares of J. and C. stock. Their petition says the trustee 
failed to pay the installment due April 5. It says, also, that 
the R. F. C. and the Baltimore and Ohio own or control the 
majority of the J. and C. stock and have elected directors of 
the subsidiary who have failed to take steps to obtain pay- 
ment of the April 5 dividend. 


The R. F. C. petition says it holds as collateral, for loans 
to the Alton and the B. and O., 7,453 shares of J. and C. capi- 
tal stock, and owns an additional 500 shares outright. It re- 
quests leave to intervene because “certain issues may be 
raised as to the rights of holders of the stock.” It takes the 


position that the trustee should pay the April 5 dividend to 
the stockholders. 


Similarly, Benjamin Wham, counsel for the J. and C. Rail- 
road Company, has informed the court that the company’s 
directors believe the dividend should be paid. He says officers 
of the company are not controlled by the Baltimore and Ohio 
or the R. F. C. 

The Continental National Bank and Trust Company of 
Chicago, trustee under the $43,350,000 refunding mortgage of 
the Alton Railroad, has filed a petition asking the court to 
deny the petition of the J. and C. minority stockholders. It 
takes the position that the Alton trustee should not pay any 
interest, rentals or other moneys to parties involved in the 


reorganization until a plan of reorganization is approved for 
the Alton. 


Rock Island Reorganization 


Judge Michael L. Igoe in the federal district court at Chi- 
cago, June 3, in an order generally approving the reorganization 
plan for the Chicago, Rock Island and Pacific approved by the 
Commission in July, 1941, directed that the plan be returned 
to the Commission for rehearing and possible revision of five 
provisions (see Traffic World, April 17, p. 920). 


Judge Igoe approved the plan in regard to the proposed new 
capitalization, general allotment of new securities to the present 
creditors, and elimination of present stockholders from partici- 
pation in ownership of the new company. He said that, though 
$18,149,929 was available for fixed interest charges in 1941, the 
new company could not in a normal year expect to earn more 
than sufficient to meet the $14,980,000 charges on bond and 
preferred stock provided for in the plan. It would be necessary 
to increase the capitalization and fixed charges in order to give 
an equity to the holdings of the present stock owners, and such 
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an increase would endanger the financial position of the com- 
pany, he said. 

Judge Igoe found the plan defective in two respects, and, 
in addition, suggested three other changes. He said an addi- 
tional allotment of common stock should be made to holders of 
the general mortgage bonds to compensate them for the sur- 
render of their first lien on the property of the debtor. He said 
335,844 shares of $100-par value common stock were allotted 
under the plan to first and refunding mortgage bondholders, 
who had a second lien on the part of the system subject to the 
general mortgage. He suggested that the Commission determine 
what portion, if any, of the stock should be allotted to general 
mortgage bondholders. 

He said the plan was defective, also, in that it provided 
that the creditor groups appoint the reorganization managers 
without authorizing the court to disapprove of the appointments. 
He said the managers should be free from any special allegiance 
to any single class of creditors and the court should have au- 
thority to approve or reject the appointments. . 

He said that, because of the greatly improved cash position 
of the debtor since the time the Commission considered and 
approved the plan, it was unnecessary to sell or pledge 
$11,000,000 of new first mortgage bonds in order to raise money 
for the new company. He recommended that the Commission 
reconsider that part of the plan with a view to determine the 
advisability of distributing those bonds among the new classes 
of security holders “in such proportions as the Commission shall 
determine.” He said the Commission should also investigate 
whether or not the reduction from 5 per cent to 4 per cent in the 
interest on the Choctaw and Memphis bonds, as provided in 
the plan, required “compensatory treatment” of holders of 
those bonds. 

He said that, since his order would further postpone the 
carrying out of the plan, the Commission should advance the 
effective date of the organization of the new company from 
January 1, 1942, to “not earlier than January 1, 1943, or later 
than January 1, 1944.” 


Rail Securities and Bids 


The Commission, through its legislative committee, of which 
Commissioner Splawn is chairman, in a letter to Chairman 
Wheeler of the Senate interstate commerce committee, has indi- 
cated that it disapproves of S. 874, a bill introduced by Senator 
Shipstead, of Minnesota, to require that the Commission shall 
not authorize the issuance of any securities by any common car- 
rier by railroad subject to the interstate commerce act “unless, 
in connection with the offering of such securities for sale, there 
is a public invitation for bids therefor, and unless such securi- 
ties are to be sold as a result of competitive bidding and not 
pursuant to a privately negotiated contract.” 

“Sale of securities at competitive bidding,” said Commis- 
sioner Splawn in his letter submitting the Commission’s report 
on the bill, “will not always result in a carrier receiving a fair 
and adequate price for its securities, and if competitive bidding 
were the only method by which it could market its securities it 
might in some instances be unable to market them at all.” 


Commissioner Splawn added that when there was a rising 
market, there was increased competition in bidding for securi- 
ties, but that when there was a declining market, competitive 
bidding also declined. He said there were many situations in 
which it would be “undesirable or even impracticable” to sell 
securities at competitive bidding. He observed that the Com- 
mission had adopted competitive bidding as a policy for selling 
equipment trust obligations in 1926, in its report in Western 
Maryland Equipment Trust, 111 I. C. C. 434. The Commission 
had at various times considered the advisability of applying 
that policy to railroad securities generally, and division 4 had 
held a hearing in 1922 on this and other questions, in Finance 
No. 2588, but had not issued a report after that hearing, he 
said. He stated that in Chicago Union Station Co. Securities, 
239 I.C.C. 325, the applicant had rejected offers received from 
competing bidders; that the Commission authorized the sale 
of the securities pursuant to a privately negotiated contract at a 
price found to be adequate, and that the applicant thereby re- 
ceived an advance over the price bid equal to 1.38 per cent of 
the principal amount of the bonds and an increase of $220,800 
in the amount paid for the bonds. Commissioner Splawn’s 21- 
page report on the bill included the following observations: 


The Commission is in a position to determine whether or not a 
carrier is getting a fair and adequate price for its securities. In all 
eases it insists that the carrier show ‘that it is receiving a fair and 
adequate price for the securities sold, whether by competitive bidding 
or through privately negotiated contract. . Failure to justify the 
price may result in formal refusal to approve the application. . . . 

One advantage of selling securities pursuant to privately negotiated 
contract is that the work which financial houses and their experienced 
lawyers are able to perform in connection with securities issues results 
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in getting the instrument into approved and merchantable form, and, 
in many instances, is necessary to insure their acceptance by inves. 
ee 


Refiners Transport Purchase 


Oral argument has been heard by the Commission in MC 
F-1936, Refiners Transport & Terminal Corporation—Purchage 
—Marshall Transport Co., Inc., and Warren C. Marshall, in. 
volving authority granted Refiners Transport & Terminal Cor. 
poration, of Detroit, Mich., to purchase the rights of Marshal] 
Transport Co., of Glen Burnie, Md., as common carriers of 
petroleum products, in bulk, in tank trucks, over irregular 
routes from Baltimore, Md., to points in Delaware, points in a 
described area of Pennsylvania, those in Accomac county, Va, 
and those in the Washington commercial zone (see Traffic 
World, April 10, p. 848). Certain equipment and _ termina] 
property owned by Warren C. Marshall, of Upper Darby, Pa, 
is also involved in the purchase. 

The arguments of the protestants centered around the 
contention that Union Tank Car Co., owner of the majority 
of the stock of Refiners, should have been a party applicant, 
because of an alleged plan to obtain dominance in the hauling 
of petroleum products in tank trucks on the eastern seaboard 
through a series of purchases of such rights as were involved 
in the instant proceeding. Union, protestants further argued, 
was a railroad affiliate, and in answer to a question from the 
bench as to what railroad Union was affiliated with, counsel for 
the protestants replied that it was affiliated with all railroads, 

The question was raised from the bench as to how far back 
in the chain of ownership the Commission should go in requir- 
ing parties to be applicants, Commissioner Porter asking wheth- 
er, in a case of this kind, the applicants should include the 
Rockefeller Foundation, a member of the Rockefeller family, 
or the University of Chicago, since Refiners was owned almost 
entirely by Union, and the largest individual stockholder in 
Union was Rockefeller Foundation, although, he said, it did 
not own the majority of the stock. 

R. C. Winter, counsel for Refiners, said he wanted to correct 
an impression that this was a transaction growing out of a 
desire on the part of Refiners to obtain equipment for use in 
the middle west, saying that the augmentation of Refiner’s 
equipment would forward the war effort in that section of the 
country, but it was the contention of Refiners that equipment 
could be shifted from the middle west to the east as the demand 
for transportation of petroleum products shifted with the 
seasons. 

At the close of argument, the anti-trust division of the 
Department of Justice, not having taken part in the oral 
argument, asked permission to file a brief in lieu of oral argu- 
ment. The Commissioners had already risen, but, after discus- 
sion, permitted filing of the brief with the understanding that 
the other parties of record would be allowed ten days in which 
to reply to it. ; 

Time was allotted to R. C. Winter for the applicant; and 
C. E. Cotterill, H. G. Hernly, and Martin Sack, for the pro- 
testants. John T. Money appeared for Marshall Transport Co., 
Inc., but did not take part in the argument. 


Grain, Ill. to Ohio 


George J. Burke, acting price administrator, on his own 
behalf, and on behalf of Fred M. Vinson, director of economic 
stabilization, has asked the Commission to suspend supplement 
57 to Chicago & Illinois Midland Railway Co. Tariff I. C. C. 
B-212, effective June 10, and supplement 21 to Agent L. E. 
Kipp’s Tariff I. C. C. A-3166, effective July 1, proposing an 
adjustment of rates on grain and grain products from stations 
in Illinois to Leavittsburg, O. This adjustment, O. P. A. said, 
would result in increases ranging from three cents to four 
cents for 100 pounds, a percentage increase of up to 18 per 
cent. 

In an appendix to the letter, the O. P. A. showed the rates 
for two groups of rail carriers involved, compared with the 
proposed rates from seven representative points in Illinois to 
Leavittsburg. Rates for the first group of carriers ranged from 
22 cents to 24 cents, while rates for the second group of cal- 
riers were 26 and 27 cents. The proposed rate from each point 
listed was indicated to be the higher rate of the second group 
of carriers. 

The O. P. A. said that in the letter giving it notice of the 
increases the respondents had said that the reason for the pro- 
posed change was to place the rates “on their properly Fe 
ized basis and to make the rates uniform for account of = 
initial lines. The differences in rates exist at points in —_ 
Illinois common with western and eastern carriers. In = 
year 1923 the carriers approved rates on basis of the Young 
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town, Ohio, rates. The eastern carriers published the rates 
accordingly in their tariffs, but through inadvertance the west- 
ern carriers did not amend their tariffs at the time, but con- 


tinued in effect the Cleveland, Ohio, basis of rates.” 
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The fact that the rates had been in effect for some time, 
said O. P. A. led to the presumption that they were just and 
reasonable, and that there was no evidence that the conditions 
existing in 1923 prevailed at the present time. The Go. PP; A. 
said it appreciated the desirability of rate uniformity between 
competitive points, but that “to gain such uniformity by arbi- 
trarily increasing rates that have been in existence for many 
years Via other carriers and routes, to the highest level main- 
tained by a particular carrier, is unreasonable and. unlaw- 
ful...” In establishing ceiling prices on grain and grain prod- 
ucts, it said, one of the principle factors considered was trans- 
portation costs, and that any increase in these costs would be 
extremely harmful. 

The appendix to the O. P. A. letter showed that the lower 
group of present rates was published for account of the Alton, 
the Burlington, the North Western, the Rock Island, the IIli- 
nois Central, the Wabash, the T., P. & W., or the C. & I. M. 
The higher group of present rates was shown to be published 
for account of the Baltimore & Ohio, the New York Central, 
or the N. Y. C. & St. L. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Southern Iowa district, at Des Moines, Morris L. Hare, of 
Platteville, Wis., terminal manager in charge of operations for 
amotor common carrier, was fined $500 and costs May 21 ona 
plea of guilty to aiding and abetting the carrier in transporting 
property for compensation without authority and in failing to 
require drivers to keep daily logs. The fine and costs were 
paid in full. , 

Northern Iowa district, at Sioux City. Don Johndreau, dba 
Sioux City Motor Express, of Sioux City, was fined $250 and 
costs May 18 on a plea of guilty to failing to transmit to the 
district office of the Commission’s Bureau of Motor Carriers 
notice of an accident resulting in the death of a person; operat- 


| ing a tractor in interstate commerce without having it equipped 


with two amber clearance lights, one on each side; failing to 
have in his files a doctor’s certificate attesting to the physical 
fitness of a driver operating his motor vehicles in interstate 
commerce, and with failing to require his drivers to keep daily 
logs. The fine was required to be paid in full. 

Southern Texas district, at Houston. John Martin Bettis, 
of Waco, Tex., was fined $350 May 24 on a plea of guilty to 
operating as a contract carrier of property for compensation 
without authority and without having on file with the Commis- 
sion evidence of insurance for the protection of the public. The 
fine was required to be paid in full. 

Southern Texas district, at Houston. Arvan E. Bates, of 
Houston, was fined $350 May 24 on a plea of guilty to operating 
as acommon carrier of property for compensation without au- 
thority and without having on file with the Commission evidence 
of insurance for the protection of the public. The fine was re- 
quired to be paid in full. 


Northern Texas district, at Lubbock. Texas, New Mexico 
& Oklahoma Coaches, Inc., of Lubbock, was fined $750 May 17 
on its plea of nolo contendere to permitting and requiring driv- 
ers in its employ to drive and operate its motor vehicles in inter- 
state commerce for hours “per day,’”’ and to remain on duty in 
connection with such operations for hours “per week,” in excess 
of the hours permitted by the motor carrier safety regulations, 
revised. The fine was required to be paid in full. 


c.& N. W. REORGANIZATION 


Helen W. Munsert and Luther M. Walter, attorneys for the 
debtor in the Chicago and North Western reorganization case, 
have filed a motion in Finance 10881, the company’s reoganiza- 
tion proceedings before the Commossion, asking for entry of an 
order by the Commission permitting filing of briefs and oral 
argument on questions arising from the debtor’s petition of 
May 19 for reopening and modification of the plan and from 
objections thereto filed by creditors of the company May 22 
see Traffic World, May 29, p. 1272). 

, In their petition of May 19, the debtor’s counsel said the 
Tailroad’s cash position had improved sufficiently to allow the 
nator to pay the $48,322,687 claim of the Reconstruction 
“Inance Corporation, a payment which, they said, would result 
rd improvement of the creditors’ position and might allow 
granting an equity to the present stockholders. The mutual 
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savings bank and life insurance group committees, creditors, 
said in their reply that, by action both of the Supreme Court 
and the district court at Chicago approving the plan in its 
entirety, the case had been brought to a close except for the 
reorganization managers’ work in putting the plan in effect. 
The new motion says that the debtor’s petition of May 19 
“succinctly states allegations of fact” which the creditors had 
not denied; that the creditors’ reply of May 22 had not said the 
Commission was without jurisdiction to grant the petition, and 
that the questions presented by the debtor’s attorneys were of 
great importance. It asks that the Commission treat the cred- 
itors’ reply as an admission of facts alleged by the petition of 
the debtor, or, in the alternative, to require the creditors to 
admit or deny the facts. It asks the Commission to authorize 
the filing of briefs in the matter and set it for oral argument. 


WATER DEPRECIATION RATES 


In accordance with the provisions of the uniform system 
of accounts for carriers by water, order of Dec. 11, 1941, the 
Commission by sub-order Nos. WD 24 and WD 25, dated 
May 13, 1943, has prescribed depreciation rates applicable to the 
transportation property of the Chicago, Duluth & Georgian Bay 
Transit Co., and the Ohio River Co., respectively. 


P. R. RAILROAD LABOR CASE 

The National War Labor Board has appointed a panel to 
settle the dispute between the American Railroad Company of 
Puerto Rico and the Union of United Workers of the Railroad 
of Puerto Rico. The dispute caused President Roosevelt to issue 
the executive order directing Director Eastman, of the Office 
of Defense Transportation, to take over the property for opera- 
tion, May 13. The panel consists of Justice Cecil Snyder of the 
Supreme Court of Puerto’ Rico, public member; Frank Dorothy, 
general manager of the Bacardi Rum Corporation, Puerto Rico, 
industry member, and Benigno Fernandez Garcia, former At- 
torney General and former commissioner of labor of Puerto 
Rico, labor member. The board said the panel’s decision would 
be final, subject to review by the board either on its own 


motion or by accepting a petition for review filed by one of 
the parties. 


DISCRIMINATION IN EMPLOYMENT 


President Roosevelt has issued an executive order estab- 
lishing a new committee on fair employment practice and 
defining its powers and duties, to eliminate discriminatory em- 
ployment practices. The order declares that the successful 
prosecution of the war demands the maximum employment of 
all available workers regardless of race, creed, color, or na- 
tional origin, and the President reaffirms “the policy of the 
United States that there shall be no discrimination in the 
employment of any person in war industries or in government 
by reason of race, creed, color, or national origin, and I do 
hereby declare that it is the duty of all employers, including 
the several federal departments and agencies, and all labor 
organizations, in furtherance of this policy and of this order, 
to eliminate discrimination in regard to hire, tenure, terms 
or conditions of employment, or union membership because 
of race, creed, color, or national origin.” : 

The committee, headed by Msgr. Francis J. Haas, of 
Catholic University, is directed to formulate policies to 
achieve the purposes of the order and make recommendations 
to make effective the provisions of the order. It may conduct 
hearings, make findings of fact, and take appropriate steps to 
obtain elimination of discrimination as set forth in the order. 

The fair employment practice committee established by 
executive order No. 8802 of June 25, 1941, is abolished. That 
committee had planned to hold hearings on alleged discrimina- 
tion against Negroes through refusal of transportation com- 
panies to employ them but the hearings were called off. 


W. L. B. CARRIER WAGE RULING 

An announcement made by the National War Labor Board 
that it had instructed its regional boards to require “common 
carriers and other public utilities to state whether they will 
seek to increase their rates or charges if wage and salary in- 
creases are ordered or approved,” did not apply to employes of 
common carriers by railroad subject to the railway labor act 
and the President’s executive order of Feb. 4, 1943, it was 
stated at the board in response to an inquiry. 

The President’s executive order referred to placed wage 
and salaries changes of employes subject to the railway labor 
act in the hands of the chairman of the National Railway Labor 
Panel, emergency boards appointed by the chairman from that 
panel and the economic stabilization director. 

The order provided that neither the National War Labor 
Board nor the Commissioner of Internal Revenue should rule 
on any application thereafter made. 

It was said at the board that its announcement, so far as 
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it related to common carriers, affected chiefly local transit 
companies, and bus and truck operators who are subject to the 
board’s jurisdiction. : 

If the answer to the question whether common carriers 
would seek to increase their rates and charges if wage and 
salary increases were ordered or approved were yes, said the 
board, “the wage or salary increase may not become finally 
effective until it is approved by the director of economic stabili- 
zation or until the regional board is informed by the Office of 
Price Administration that such approval is not required since 
the wage or salary increase can be absorbed.” 

The board said the director of economic stabilization had 
ruled that wage or salary increases that might affect rates or 
charges were subject to executive order 9250, the economic 
stabilization order of Oct. 3, 1942. 

Compensation of railroad employes not subject to the rail- 
way labor act, it was stated at the board, was subject to the 
jurisdiction of the board. In a report on its activities the board 
set forth that, in the period April 1 through April 30, eight 
applications, covering 34 employes, for voluntary wage or salary 
rate adjustments, had been filed by railroads with the board. 





WOMEN IN TRANSPORT JOBS 

In a “progress report” on the employment of women in 
the transportation industry, the Office of War Information 
said that early this year more than 160,000 women were em- 
ployed in that industry, with more being recruited every day, 
and that “highballing ten-ton trucks on cross country routes, 
operating busses and trolley cars, oiling locomotives and driv- 
ing taxis are traditional male occupations that are sacrosanct 
no longer.” 

Almost every company that had hired women had “come 
back for more,” said the O. W. I. 

It said that women now constituted about one-tenth of the 
trucking industry’s personnel. One of these women, it observed, 
had driven 750,000 miles without an accident in her eight 
years of cross-country driving. The O. W. I. cited an Office 
of Defense Transportation report that more women were em- 
ployed by the railroads than by any other branch of the trans- 
portation industry, but that they constituted only about 5 per 
cent of all railroad employes and that the railroads undoubtedly 
would need more women in their employ. 

“Eighty-seven switches in a control tower are the nightly 
responsibility of a woman, a former beautician, who works at 
the Jamaica Station of the Long Island Railroad,” said the 
O. W. I. “She shifts the switches in response to lights flashed 
on a control board by the dispatcher and the magnitude of her 
responsibility is indicated by the fact that more than 600 
trains, carrying an average of 200,000 passengers, pass through 
the station every day.” 

One young woman had given up her job as a waitress in a 
Green River, Wyo., cafe, to ‘become an oiler on the Union 
Pacific, and was now “happily holding down a man’s job at 
a man’s pay,” the O. W. I. reported. 


TEAMSTER UNION “PRESSURE” CASE 


By its refusal to deliver goods to a manufacturing plant in 
the course of a jurisdictional dispute with a rival union which 
had a closed shop contract with the manufacturing company, 
local No. 59 of the International Brotherhood of Teamsters, 
etc., had violated the “no-strike-no-lockout” agreement, said 
the National War Labor Board in a decision on a labor con- 
troversy involving the teamsters’ union (A. F. of L.), the Textile 
Workers’ Union of America (C. I. O.), and the New Bedford 
Rayon Co. 

In its opinion, written by Board Member Wayne L. Morse, 
the board directed the teamsters’ union to “take all steps within 
the power of the union to see to it that the members of the 
union deliver to the New Bedford Rayon Company goods, sup- 
plies, and materials just as they would have delivered them had 
this dispute never arisen.” The board said that the dispute be- 
tween the teamsters’ union and the Textile Workers’ Union 
began when seven yardmen at the company withdrew from the 
Textile Workers and joined the teamsters’ brotherhood. It said 
the Textile Workers had a closed shop contract with the com- 
pany and demanded dismissal of one of the seven. When the 
company dismissed him, said the N. W. L. B., he set up a one- 
man picket line in front of the plant “with the result that 
members of local 59 refused to take goods in and out of the 
plant.” It added that the teamsters’ union had asked the Na- 
tional Labor Relations Board for a collective bargaining unit 
covering the seven yardmen, but that the N. L. R. B. rejected 
the petition. It cited the teamster union’s assertion that it was 
under no obligation to deliver goods to the plant because it had 
no contract with the New Bedford Rayon Co., and the union’s 
contention that it had not called a strike. 

“By omitting to carry out the normal course of trade which 
would have existed between the Teamsters and the New Bed- 
ford Rayon Co. if this dispute had not arisen,” the board said 
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in its opinion, “the Teamsters participated in a use of economic 
force just as effective as far as interference with production jg 
concerned as though they had formally called a strike.” 


Rail Labor and Roosevelt 


The Traffic World Washington Buregy 


President Roosevelt announced at his press conference 
June 4, that he had sent letters to rail management and labor 
heads relative to the reports of the emergency boards in the 
Diesel engine and non-operating employe cases. 

Referring to the report in the Diesel case, the Presiden; 
in a letter to J. J. Pelley, President of the Association of Amer. 
ican Railroads, said he had been advised that the report wa; 
quite unsatisfactory to the Brotherhood of Locomotive Firemen 
and Enginemen and that some of the most important questions 
had not been resolved. 

“As you may well understand,” said he, “I have not hag 
time to study the report in detail. I am anxious, however, that 
in these troublesome times everything possible and fair—pby 
within the national policy—be done to dispose of management. 
labor disputes without in any way interfering with the full and 
adequate prosecution of our war program. 

“This situation suggests the advisability of arranging a 
joint conference of management and employe representatives 
for the purpose of endeavoring to resolve the points in question, 
Will you be good enough to initiate steps to bring about such a 
conference, or, if this does not come within your functions, wil] 
you please see that it is referred to the proper representatives 
of the carriers. I understand that Mr. Robertson, president of 
the Brotherhood of Locomotive Firemen and Enginemen, is 
prepared to enter into such a joint conference.” 

With respect to the non-operating case, the President said 
questions had been raised with respect to overtime for certain 
employes and that he had written to Mr. Pelley and George M. 
Harrison, president of the Brotherhood of Railway Clerks, 
asking them to confer on those questions with a view to ad- 
justing the matter. 


Minneapolis Off-Line Agents 


Editor, The Traffic World: 

In the May 22 Traffic World, under the heading “Birming- 
ham Off-Line Agents Organize,” that is reported to be the first 
organization of its kind in the country. I wish to call your 
attention to the Off-Line Traffic Representatives of Minneapolis, 
which was organized in 1928 and has been very active ever 
since. In the February 13 Traffic World you published the 
election of officers of this club. 

Our club meets once a month. We have had as our guests 
representatives from the American Association of Railroads and 
prominent traffic men for the purpose of discussing and co-oper- 
ating in the present war. 

In July, 1942, we circularized all the traffic clubs, that are 
members of the Associated Traffic Clubs of America, with a 
view to having them organize off-line associations in the various 
cities, hoping that, at some future date, we might form a 
national organization. 

We are indeed glad to know that Birmingham has also 
established an off-line association and hope that many other 
clubs will follow suit. 

H. F. Kinstler, 


Minneapolis, Minn., June 3, 1943. President. 


Time for Filing Claims 


Editor, The Traffic World: . 

It has come to my attention that in Acme Fast Freight 
Tariff ICC-FF 30 and in Pacific and Atlantic Shipper’s Associa- 
tion Tariff ICC-FF 10, which contain general rules and regula- 
tions applicable via those freight forwarders, the time for filing 
straight overcharge claims has been arbitrarily limited to nine 
months. 

When the motor carriers in Central Territory attempted to 
place in their tariffs a two-year time limit for overcharge claims, 
the supplements involved were, on protest, duly suspended by 
the Commission and were later withdrawn by the carriers. Why 
like action was not taken in connection with these freight for- 
warder’s tariffs is beyond my comprehension. _ ' 

These forwarding companies retain the right to collec 
undercharge claims for indefinite periods of from three to = 
years and are permitted a two-year period to adjust freigh 
charges with rail carriers. : ’ 

The nine months’ period of limitation is particularly unfair 
under present conditions when shippers lack the time and mat 
power promptly to audit their bills. 

Leo Tessler, 
Industrial Traffic Manager. 

New York, N. Y., June 2, 1943. 
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0. W. I. Report on Air Transport 


Present-day commercial and military air transport activi- 
ties are described, recent developments in the field of American 
aviation are discussed, and predictions about the future of air 
transport are made in a report on air transport issued by the 
Office of War Information, in the form of a 29-page printed 
booklet. The report contains the following general observa- 
tions: 


The Army Air Force Air Transport Command alone is larger than 
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all air transport organizations, civilian and military, in existence all 
not had | iver the world before the war. 
ver, that The Naval Air Transport Service and the commercial air lines are 
air—but also carrying great quantities of cargo and great numbers of person- 
igement- nel, chiefly of a military nature, and all operations are steadily ex- 
full and J panding. : ' : 
Not a single plane originally conceived solely for carrying cargo is 
inging a in service in the western hemisphere at the present time, although 
ontatives several are in the process of design and manufacture. os sahekie 
iis Wartime expansion of air transport is being accompanied by a vast, 
question. world-wide development of airways, communications, and airports, 
It “er which will be available to serve civilian air transport needs after the 
ons, wi Ss 
entatives —— the Civil Aeronautics Administration warns against 
sident of extravagant claims on the subject of future peacetime air transport. 
emen, is High ton-mile cost (not a prime consideration in military operations) 
and immense problems of refueling are deterrent factors, and it is 
dent said unlikely that the “airplane will drive other forms of transportation out 
r certain of business,’’ as some aviation enthusiasts are inclined to prophesy. 
eorge M. The O. W. I. said that before Pearl Harbor a maximum 
y_ Clerks, of 434 planes was being operated commercially within and 
Ww to ad- beyond the continental limits of the U. S. by the air lines, and 
that that total was divided as follows: Domestic, 358; trans- 
oceanic, 10; to Latin America, 53; Hawaii, 6, and Alaska, 7. 
It added that on Jan. 1, 1943, the commercial air carrier total 
had been reduced to 256, of which 166 were flying domestically, 
Sota and that that remained the approximate number now being 
‘Birming- | fown commercially by the air lines. The other planes had 
> the first } heen taken over by the armed services, either outright or for 
call a. operation for them by the air lines under contract, said the 
nneapows, § 0. W. I. 
tive ever “At present,” it reported, “three all-cargo commercial 
ished the fights are operated by United States air lines on regular 
_ | schedule—-New York to Miami, New York to Salt Lake City, 
our guests | and from the Canal Zone to Lima, Peru, and thence on to 
roads and } Buenos Aires, the first regular cargo flight under the American 
d co-oper’ | fay in the international field. These operations are being per- 
. that are formed in passenger planes converted to transport use... .” 
‘a, with a A. T. C. Operaticus 
he various Many of the almost 200 transpor: planes taken over from 
it form 4 | the commercial lines by the armed services were being used 
by the Troop Carrier Command of the Army Air Force, said 
1 has also} the O. W. I. It added that the Air Transport Command 
any other | (AT. C.) did not receive the majority of the planes taken 
over from the air lines but had been assigned by far the largest 
— ' proportion of the transport planes produced in the United 
sident. 






States since the outbreak of the war—‘“planes manufactured 
under contract to the War Department and under the super- 
vision of the Materiel Command.” 

“Air cargo,”’ continued the report, “is prepared for A. T. C. 
transport by the Air Service Command, which repacks manu- 
facturers’ and other goods so as to conserve weight and space, 








ist. Freight 




















’s Associa: § marks each object with a color indicating destination—which 
and regula: } may be anywhere from Anchorage to Karachi—and holds cargo 
e for filing ready for loading in warehouses on A. T. C. flying fields... . 
ted to nine § The fleet is operating over more than 90,000 miles of transport 
ato routes... . To points within the western hemisphere alone the 
temptec a1. C. is flying more than one million pounds of cargo each 
rege ~—_" week, and if the war continues into 1944, its routes will prob- 
spender ably be ten times as long as the combined routes of all the 
riers. wed world’s pre-war air lines. The A. T. C. does as much of its 
reight flying at home as abroad. Over 50 per cent of all material 
collect destined for air shipment overseas is moved by air from inland 
Rt to six United States bases to other points within the country. for 






t freight 'ransshipment. Also, considerable cargo is carried domestically 
us y the Air Transport Command—fliown to army bases of all 
\ypes throughout the country.” 

The O. W. I. said that navy transport planes were being 
flown either by former air lines pilots or by graduates of naval 
aviation schools trained in transport flying. It said that the 


navy, like the army, had absorbed much ex-airline personnel. 
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The Naval Air Transport Service, it added, operated in three 
main divisions: Atlantic, west coast, and Pacific. 


Airports, Other Facilities 


With respect to expansion of aviation facilities, the O. W. I. 
stated that, exclusive of certain military airdromes, there would 
be about 865 major airports in the United States by the end 
of 1943, “all of them with paved runways of 3,500 feet or more, 
capable of handling the largest craft now flying.” Less than 
100 such fields existed in 1940, it said. There would also be 
“well over 2,000” smaller fields, it added. 

In 1942, it continued, there were 6 million controlled— 
“flight plan’’—aircraft movements along the airways, and for 
1943 the estimate was 13 to 14 million, 95 per cent of them 
military or semi-military. By 1950, it said, the C. A. A. ex- 
pected 60,000,000 aircraft movements over the airways. It 
observed that Alaska now had “as fine a system of airways and 
airports as any section of the United States,” with 21 Alaskan 
air carriers holding C. A. B. certificates. 


“The civil airways of the United States,” it said, “now 
total over 35,000 miles, an increase of more than 700 per cent 
since 1927 and almost 100 per cent since 1932. . . . Along the 
federal airways system ... the C. A. A. is today operating 
311 lighted intermediate (emergency landing) fields, 142 flash- 
ing beacons, and 2,098 rotating beacons. At the request of the 
armed forces, instrument landing systems—for use in fog and 
other bad weather—are being installed in more than 100 fields 
throughout the country. The first fully developed instrument 
landing system was put into operation in 1940 at Indianapolis. 
... The C. A. A. maintains and operates 408 intermediate- 
frequency radio range and marker stations, 197 ultra-high fre- 
quency radio fan markers, and 72 ultra-high frequency radio 
range stations (which are expected to increase to 143 in 1943). 
Also in the airways system are 446 weather reporting stations, 
joined by a 54,000-mile teletype circuit for quick reporting of 
meteorological conditions from coast to coast. Traffic from 
point to point along the airways is directed from 23 traffic 
control centers, located at major airports strategically chosen 
so as to cover the entire U. S. ... At 74 designated fields, 
which include all principal air terminals in the country, the 
A. A. A. operates airport control towers. This number is being 
increased .. . to 120 or more this year... . A plane arriving 
over an airport at which it wishes to land, follows instructions 
sent out by radio from the airport control tower which tell 
the pilot when he may begin to decrease his altitude.” 

Today, the O. W. I. said, practically every flight by a 
transport plane was as controlled as the run of a railroad 
train, and “keep to the right” was the rule of the airway as 
well as of the road. The width of a civil airway, normally 20 


miles, had been cut to 10 miles for the period of the present 
emergency, it said. 


Air Cargoes Described 


In outlining wartime air transport activities, with the com- 
ment that speed was the keynote, the O. W. I. said that an 
A. T. C. plane recently flew to Australia from California in 
“the record flying time of 33 hours, 27 minutes,” and that a 


complete hospital was flown to Alaska in 36 hours. Continuing, 
it said: 


Planes which fly needed cargoes out to combat areas and elsewhere 
return loaded whenever possible, often with strategic materials used 
in our war plants. . . . Block mica has been flown from India. Planes 
have brought back platinum from the Persian Gulf, beryl ore, quartz 
crystals, industrial diamonds, and mica from South Africa. Crude rub- 
ber has been air-freighted from Brazil, balsa wood from Central Amer- 
ica. Twenty tons of rubber seeds were ferried from Liberia to the 
western hemisphere. Insecticides made from Brazilian roots are flown 
to various bases. . . . Tonnages involved are often large for air freight. 
In eight weeks, 32 tons of bristles for the navy, 70 tons of silk for 
parachutes, 47 tons of tin, and 70 tons of tungsten were moved from 


China to India. On another occasion, 98 tons of tungsten were flown 
out in ten days. 


American air transport needs at present were being filled 
by operations that showed considerable ingenuity but which 
could not be called efficient from any modern requirement of 
cargo-carrying economics, the O. W. I. said. 


Prospects for Future 


After stating that aircraft production in the U. S. would 
increase this year to a total value of $20,100,000,000, compared 
with a total of $6,400,000,000 in 1942, and compared, also, with 
a peak automobile production in 1941 valued at $3,700,000, the 
O. W. I. said that more than one-fourth of all twin-engined 
and four-engined aircraft manufactured this year would be 
transports. 

“If all the cargo planes expected to be delivered to the 
armed services in 1943 could be imagined as assembled in a 
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single area, and all taking off simultaneously for the same 
overseas destination, each of them carrying fuel for a 2,000- 
mile flight, they could have on board a total of over 20,000 
tons of cargo,” the O. W. I. said. ; 

It regarded as a factor bearing on the future of U. S. air 
transport the prospect that the number of ‘“air-minded”’ per- 
sons after the war probably would include “the majority of 
over 3,000,000 men who will be in the air forces by the end 
of this year as trained pilots, navigators, radio men, airport 
engineers, traffic controllers, and the like.” The C. A. A., it 
said, contemplated that before 1950 the United States might 
have half a million private, commercial and military planes in 
active service. Post-war flights (by shortest routes) between 
Washington, D. C., and other cities of the world, the O. W. I. 
averred, would be possible on the following schedules: 

Less than 7 hours to Mexico City; less than 8 hours to 
Panama City; 8 or 9 hours to Seattle; 10 or 11 hours to Paris 
or London; 16 hours to Moscow, Rio de Janeiro, or Istanbul; 
18 hours to Cairo or Buenos Aires; 22 hours to Tokio; 24 hours 
to Shanghai or New Delhi; 26 hours to Chungking or Cape of 
Good Hope. 

“By 1945 it is expected that transport planes in 100,000-lb. 
to 120,000-lb. class will be flying in quantity,” predicted the 
O. W. I. “On trips the length of New York to Chicago, such 
airplanes will carry 15 tons at 250 miles an hour. This is a 
capacity of 3,750 ton-miles—about ten times as much as the 
DC-3. .. . Added capacity can very well be supplied by the use 
of a glider in tow. .. . They are useful when an airplane wishes 
to drop a load without landing, and they can be picked up by 
planes in flight. . . . Although glider enthusiasts expect wide 
post-war use of this craft for freight and passenger carrying 
purposes, the entire aviation industry is by no means in agree- 
ment. ..." 


Effect on Surface Transport 


The O. W. I quoted a statement by C. I. Stanton, civil 
aeronautics administrator, that “far from bringing about a 
decrease in surface traffic, expanded air traffic will increase it, 
for the fuel to keep the planes in the air will have to be hauled 
by surface craft.” It also quoted Mr. Stanton’s views on air 
freight rate limitations, as follows: 


For various perishable products, and for many products of a high 
per-unit value such as films, radios, precious metals, and women’s 
clothes, speed of delivery may well pay for itself. But for heavy 
products, including raw materials, speed is less important than a 
steady, voluminous flow. Even if air cargo costs could be cut from 
the present average of 40 cents a mile to 10 cents, they would still be 
enormously higher than those of the railroads and steamships, which 
express their costs per ton-mile in mills, not cents. It is only logical 
to expect that the plane will greatly supplement—but that it will not 
supplant—other means of transport. 


Air Line Performance 


With fewer than half as many planes as they had in time 
of peace and with much of that equipment subject to call for 
military use on a moment’s notice, the commercial air lines are 
setting new records every day, according to Edgar S. Gorrell, 
president, Air Transport Association of America. 

“But, at the same time,” said he, speaking at the eighth 
annual meeting of the association at New York, June 4, ‘“‘we 
are turning away about as many passengers, as much freight 
and mail, as we are transporting and much of this is wartime 
emergency traffic that is being thus refused transportation. 

“The Post Office Department says the pounds of air mail 
dispatched by airplane in April were more than 68 per cent 
ahead of. the same month last year; March mailings were 66 
per cent ahead; and February more than 74 per cent. 

“Figures, which I understand reflect only about 50 per cent 
the real situation, show that more than one million pounds of 
air cargo has been refused in the past seven and a half months. 
During the first fifteen days of last month nearly 150,000 pounds 
of air express were refused transportation by air. 

“That these refusals are causing serious concern to manu- 
facturers from whom the entire nation is demanding new pro- 
duction records is seen in a communication just received from 
one of the world’s largest engine manufacturers. He writes: 


You, no doubt, are aware of the fact that it is impertaive that we 
use air express to a large extent. This is caused by the tremendous 
rate of speed this company is geared to. 


There have been some instances where, due to the tremendous 
amount of material moving, that our shipments are not loaded aboard 
their planes. This has caused a definite slow down, and in a few in- 
stances, has caused complete shut downs of various departments at 
the plant. 


In brief, it is our hope that the commercial air lines be granted 
more aircraft to carry out their all important work. 


TRAFFIC WORLD 


“That is not an isolated case. Others just as serious are 
being brought to our attention each day.” 


Legislation Needed 


“The foresight of the Congress in enacting the civil aero. 
nautics act of 1938 has made possible the building of a worlg. 
wide air transportation system,” said Mr. Gorrell. “That the 
air lines were prepared to go to war immediately after the 
treacherous attack upon Pearl Harbor was made possible only 
by the wisdom of our legislators five years ago. Let them now 
do no less in providing for peace.” 


In urging enactment of additional legislation, he said: 


A fit running mate for the 1938 act is the Lea-Bailey bill, whic, 
is now before the committee on interstate and foreign commerce of 
the House of Representatives for consideration. It is a far sighteg 
proposal for post-war legislation. Unless it is enacted, and enacteq 
wisely, there is grave danger that private flying will be crippled; the 
aeronautical training schools of the country will go bankrupt anq 
close with the signing of an armistice; the aircraft manufacturers 
will be practically out of business for seven or eight years subse. 
quent to the war; the airlines of the country will be subject to 
destructive competition; our nation’s largest industry of today wil| 
be headed for the rocks of destruction; and our returning pilots. 
mechanics and other skilled heroes will be destined to walk the streets 
jobless. 

Two years ago I talked in terms of 500 new aircraft for the air 
transport industry. Today, I see an increase of at least twenty-fold 
after the war. But such an expansion in commercial aviation will] be 
years away unless the Congress enacts the Lea-Bailey bill, and does 
so quickly and wisely. Without it our present great aeronautical 
effort will be scattered’ to the four winds of heaven, and our national 
security will again be jeopardized. 


Air Line Performance Figures 


Reviewing the performance of the air lines the first five 
months of 1943, Mr. Gorrell said: 


Renewed emphasis on the tremendous wartime job being per- 
formed by the domestic air carriers is shown in estimates of operating 
results during the first five months this year. With all companies dis- 
closing sizeable increases in operations at the close of last year, 
figures just compiled by the association indicate further extension of 
gains in both the air cargo and air mail divisions. The decline in non- 
wartime passenger travel, together with the fact that we are operating 
with much less than half of our pre-war equipment, resulted in only 
the very slight decline in passenger traffic of about 4 per cent. The 
gains in air cargo transport, however, take on special significance 
since practically all shipments may be classified as vital war necessities 
destined to break production-line bottlenecks. 

Estimates show that 5,850,913 ton miles of air express were flown 
from January through May. This exceeds the 3,940,982 ton miles 
flown during the 1942 five-month period by nearly 50 per cent, and 
is more than 68 per cent above the 3,469,485 ton miles flown during 
the entire year 1940. It is more than 5% times as great as total ship- 
ments in the year 1935, when the domestic air carriers flew 1,072,742 
ton miles. 

Air mail ton miles flown during the five-month period were 
13,390,156, an 86 per cent gain over the same period last year, when 
7,195,220 ton miles were flown. For the entire year 1940 the figure 
was 10,037,435, for 1941, 12,900,569, and for 1942, 20,048,278. 

Passenger miles flown were 640,143,617 from January through May, 
which was about 4 per cent below the comparable 1942 period, when 
the figure was 667,059,865. In 1942 the civil air carriers reported 
a miles flown of 1,481,976,329, as compared with 1,491,734,671 
in ZL. 

The passenger load factor during the first five months approached 
90 per cent, as compared with 70 per cent during the first five months 
of 1942. This means that on an average of all schedules in all direc- 
tions approximately 90 per cent of passenger capacity is utilized which 
is definitely the highest passenger load factor on an average basis of 
any means of transportation. Determined to keep America’s air trans- 
portation system geared 100 per cent to the war effort, these gains 
have been made possible only through the complete utilization of all 
the resources at our command. Airplanes, which a few months ago 
were averaging in the neighborhood of 1,200 miles every day are now 
flying 1,750 miles. Many average well over 1,800 miles daily. 


More Commercial Planes 


The priority system, which was set up by the War Department 
right after war broke out, is working most effectively. In excess of 
50 per cent of loads-are presently on priorities as regards both pas 
sengers and cargo. Heaviest priorities are, of course, on the long 
cross-country hauls and around key production war-material centers. 

A few more airplanes for the commercial air carriers at this time 
would give tremendous impetus to the war effort. It would be Amer- 
ica’s quickest and easiest stride toward greater war time production 
efficiency. The billions upon billions of dollars being poured by our 
government into the furtherance of the war can be soundly invested 
only if all bottlenecks are removed from industry. 

This year we are asking our manufacturers for the greatest pro- 
duction job in the history of America. The only way new production 
records can be achieved is by breaking bottlenecks; by not letting 
bottlenecks occur; by having critical supplies reach plants in time 
to prevent shut downs. Air transportation is the one method by which 
it can be done when there is such a shortage of raw material and 
critical items as exists today. 
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June 5, 1943 


Petroleum Transportation 


In a four-day period ended May 31, tank car oil deliveries 
to “25 eastern terminals which receive some 90 per cent of the 
eastern tank car movement” averaged 821,560 barrels a day, 
18.8 per cent above the average of the previous four days but 
9.4 per cent below the daily average for the week ended May 8, 
the Office of Defense Transportation said. 

The O. D. T. declared that the present gasoline shortage in 
the northeastern states would continue “indefinitely,” and added 
that restoration of eastern oil deliveries to the levels that had 
peen reached prior to the midwestern floods would not end the 
eastern gasoline drought, “‘since the shortage struck before the 
effects of the flood were felt.” 

Petroleum Administrator Ickes advised Price Administrator 
Brown that only 326,000 barrels of oil a day could be made 
available in June for civilian consumption, because east coast 
gasoline inventories had fallen to “critical levels.” He said the 
326,000 barrels daily represented a reduction of 30,000 barrels 
a day in the amount that he had certified to O. P. A. on May 15 
as available to meet essential civilian needs in the Atlantic 
seaboard area in June. He attributed the decline in petroleum 
inventories to military demands “heavier than ever before,” to 
“excessive civilian consumption over the past several weeks,” 
and to flood interruptions to traffic from the west. 

Price Administrator Brown subsequently reduced from 
three gallons to two and one-half gallons the value of all B and 
C gasoline coupons in the east coast gasoline shortage area, 
to effect a reduction in civilian consumption commensurate with 
the reduction in supply announced by Mr. Ickes. 

Tank car deliveries of oil to the east coast area in the week 
ended May 29 averaged 890,897 barrels daily, compared with 
984,768 barrels a day in the preceding week, it was announced, 
June 3. Kerosene shipments in box cars to the east in the week 
ended May 29 average 8,216 barrels daily, as against a daily 
average Of 11,839 barrels in the preceding week, it was stated. 











































Truck “Gas” Rations Cut 


Essential commercial services for which additional gasoline 
will be allotted in the eastern gasoline shortage area have been 
announced by the Office of Defense Transportation, 

The priority system established, said the O. D. T., was 
based on a list of essential services certified to the O. D. T. 
by the War Production Board. 

“It is expected that only a limited number of commercial 
motor vehicle operators in the east will be able to qualify under 
ae P. B.-O. D. T. plan for additional gasoline,” said the 

Moreover, said the O. D. T., very few of those who did 
qualify would have restored the full 40 per cent cut made by 
the gasoline ration ‘“stretch-out” announced last week (see 
Traffic World, May 29, p. 1293). 

“Only services vital to the war effort and the public wel- 
fare can be fully maintained during the gasoline crisis,” said 
the O. D. T. “Except for those operators entitled to supple- 
mental gasoline rations under the priority system, the 40 per 
cent mileage cut probably will be continued for the rest of the 
year in the shortage area.” 

Continuing, the O. D. T. said: 


If it becomes necessary to extend the cut into the remainder of the 
year, gasoline allotments to commercial motor vehicle operators will 
be reduced automatically as the ration coupons for each calendar quar- 
ter are prepared. 

Proportionate adjustments will be made in the subsequent allot- 
ments of operators who qualify for additional rations during the cur- 
rent quarter, 


In order to obtain a supplemental allotment under the priority sys- 
tem, an operator must be: 


1, A property carrier hauling supplies for the Army, Navy, Mari- 
time Commission, or Lend-Lease for export. 

2. A passenger carrier rendering vital public transportation service. 

3. A property carrier serving the basic operations of an essential 
industry, as defined by W. P. B. 

4. A passenger or property carrier who can prove that services 
necessary to the war effort of the essential civilian economy would be 
unduly restricted without additional gasoline. 


Conservation Requirements 




















































In addition to these basic requirements, the extent to which an 
grove has effected conservation and elimination waste mileage will 


€ taken into account in considering applications for supplemental 
allotments, 


Conser 







in vation measures, in the case of trucks, would include engag- 

Po in joint-action plans with other operators, using the services of 

oy information offices in an effort to eliminate empty return trips, 
so improving the efficiency of operations so as to eliminate as far 

4 practicable all empty or partially loaded vehicle mileage. 

i Half of the 40 per cent cut was ordered into effect immediately for 
and taxicab operators by the O. D. T. last week in General Order 
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39. Operators who are unable to maintain essential service under the 
reduction in gasoline rations may appeal for supplemental allotments. 
All appeals—whether from truck, bus or taxicab operators—will be 


considered by O. D. T. district offices on the basis of individual opera- 
tions and essentiality. 


Under the priority system, an operator may request supplemental 
gasoline on the ground of severe hardship but will be required to sup- 
port his contention fully with records of operations. 

However, an operator must be serving the ‘‘basic function’ of an 
essential industry to be eligible for needed extra rations. This means, 
for example, that a truck operator hauling luxury food supplies, not 
on the food list, to a plant cafeteria in an essential industry would be 
excluded from the preferential treatment given to an operator carrying 
aluminum to the plant for processing into airplane parts. 

Moreover, even those truck operators who are serving the basic 
needs of an essential industry must eliminate any waste operation to 
qualify for supplmental rations. They must in addition establish that 


they are devoting the maximum service of their available facilities to 
essential transportation. 


The W. P. B. emphasized that the priorities list certified to the 
O. D. T. was held to ‘strict limits of essentiality’’ so as to assure 


that industries most necessary to the war effort would not be hindered 
by lack of transportation during the crisis. 


The list (designated as schedule A) for preferential treat- 
ment in the furnishing of truck services for basic maintenance, 
products, and services of designated industries, includes hos- 
pitals and hospital supplies, food, transportation services, public 
utility services public communication services, municipal serv- 
ices, mineral and metal production, producers and refiners of 
petroleum and petroleum products, natural and synthetic rub- 
ber plants, and industrial plants to the extent of their minimum 
necessary requirements for the production or processing or dis- 
tribution articles chiefly needed in the war effort, scientific test- 
ing and research laboratories to the extent that they are en- 
gaged in any operation relating to the production or processing 
of any munition equipment or material listed with respect to 
indust~ial plants. 

“3 provided that A-1 preferential treatment as against all 
other users (including those listed in the preceding paragraph) 
of trucks shall be given to movements of army, navy, Maritime 
Commission, Coast Guard or Lend-Lease supplies for export by 
sea or air (or in the consecutive stages antedating export). 
Essential supplies for all other uses of the war agencies, it is 
provided, shall have a preference on the same basis as the other 
consumers listed in the schedulé in the foregoing paragraph. 

More than forty truck operators from the area affected 
by the recent 40 per cent cut in mileage through the 25-day 
extension of the second-quarter “T” coupon period of validity, 
attended the meeting at the headquarters of American Truck- 
ing Associations, Inc., to consider the gasoline shortage sit- 
uation (see Traffic World, May 29). Director John L. Rogers 
of the Office of Defense Transportation division of motor trans- 
port told the operators that the gasoline emergency would 
last for at least 30 days, and possibly longer. 


Two resolutions were passed by the operators, one ad- 
dressed to Director Rogers, and the other to government 
agencies having to do with war transportation and fuel al- 
locations. The resolutions were similar in nature, pointing 
out that the trucking industry had put into effect extreme 
conservation methods, and that it should not be required to 
carry the full burden of a radical cut in fuel supplies. The 
resolutions maintained that every avenue should be ex- 
plored to divert supplies from less essential users in terri- 
tories adjacent to the shortage area and into the states threat- 
ened with a trucking transportation collapse, and that no 
gasoline actually produced in the shortage area should be 
diverted from it for other than domestic use. The trucking 
industry was charged with the duty of transporting war ma- 
terials, the resolutions said, and had dedicated itself to the 
performance of that task. 


Mr. Rogers emphasized the seriousness of the situation 
and urged the operators to work out ways and means of op- 
erating through the gasoline shortage. 

Government agencies concerned with petroleum supply 
problems, including the Petroleum Administration for War, the 
Office of Defense Transportation and the Office of Price Ad- 
ministration, have taken several steps to offset, in part, reduc- 
tions in motor fuel deliveries to the Atlantic seaboard states 
caused by midwestern floods. 

The P. A. W. and the O. D. T. announced, May 29, that 
they had made “emergency arrangements” for a movement of 
8,000 barrels of gasoline a day in the following week into the 
Washington-Baltimore area from the Greensboro, N. C., terminal 
of the Plantation pipeline, with the use of 100 tank trucks. 
The O. P. A. on the same day announced that it had set up an 
emergency procedure for gasoline rationing ‘“‘to assure adequate 
supplies of gasoline for vehicles performing services essential to 
the public health and safety in localities where gasoline short- 
ages develop.” 

The O. D. T. reported that tank car deliveries of petroleum 
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and its products into the eastern gasoline shortage area had 
declined 23.8 per cent below pre-flood levels, and that oil 
deliveries to the east by barge and pipelines, exclusive of the 
24-inch line which was broken by Mississippi River flood waters, 
also had been “strongly affected” by the floods. 

Petroleum Administrator Ickes announced an amendment 
of petroleum administrative order No. 7, affecting barge move- 
ments on the Ohio River, so as to permit barge shipments of 
gasoline from the southwest to be delivered to West Virginia 
and western Pennsylvania river points for trans-shipment by 
any method to points beyond zone 6 of district 1. Zone 6, he 
explained, included West Virginia, western Pennsylvania and 
western New York. Previously, he said, trans-shipment of such 
barge deliveries only by pipelines had been permitted. The 
effect of the amendment was that the barge deliveries would 
be trans-shipped to the areas of greatest shortage, he said. He 
added that the amendment also included a prohibition against 
shipments of gasoline by barge from Pennsylvania to West 
Virginia. 

The P. A. W. also has issued its petroleum directive No. 67, 
restricting petroleum movements within district No. 3, compris- 
ing Alabama, Mississippi, Louisiana, Arkansas, Texas and New 
Mexico, so as to make additional transportation facilities avail- 
able for the oil movement to the east. The directive establishes 
11 “refinery marketing areas” within district No. 3, designates 
the counties in each marketing area, and provides, generally, 
for elimination of ‘‘unnecessary movements” of motor fuel be- 
tween the midwestern states comprising district No. 2 and the 
states in district No. 3, or between marketing areas in district 
No. 3. 

Thomas P. Henry, president of the American Automobile 
Association, issued a statement advocating “immediate appoint- 
ment” of a national committee, headed by Bernard M. Baruch, 
“to straighten out the muddled petroleum situation in the same 
way that a blueprint was drafted for rubber.” 





GASOLINE RATIONING EFFECTS 


The volume of traffic on rural roads in April continued at 
about half of pre-war normal in the eastern rationed area and 
about two-thirds’ normal in remainder of the country, the 
Public Roads Administration of the Federal Works Agency 
reported May 31. 

Approximately these same relative levels of traffic also 
prevailed in each area in February and March, records of the 
various state highway departments showed. 

On a nation-wide basis, 479 automatic counters on rural 
roads in 39 states recorded traffic in April as 56 per cent of 
pre-war normal. 

Motor-fuel tax collections in 28 states in April totaled 
$38,209,000 and were three-fourths of pre-war normal, accord- 
ing to reports from state motor-vehicle administrators. In the 
eastern rationed area, collections were two-thirds of normal 
and in the rest of the country, approximately four-fifths of 
normal. The collections represent consumption of motor fuel 
largely in the previous month. 

Figures just compiled by Public Roads Administration 
reveal that the gasoline tax was paid on only 76 per cent as 
much motor fuel for highway use in the last half of 1942 
compared with the same period in 1941. The gallonage taxed 
totaled 9,738,000,000 gallons the last half of 1942 and 12,743,- 
000,000 gallons the last half of 1941. 

In the eastern rationed area the taxed gallonage was 69 
per cent of normal. and in the rest of the country 81 per cent. 


Highway TransportEquipmentNeeds 


Rubber could no longer be a reason for “allowing our high- 
way transportation system to go to pieces,” and it was difficult 
to understand why the War Production Board and the Office 
of Defense Transportation now “sit idly by and permit our 
highway transport system to disintegrate,” said Representa- 
tive Coffee, of Washington, in an address in the House, June 1, 
on “Transportation—Key to Victory.” 

He said that one could easily understand the action of the 
W. P. B. on the outbreak of the war in cutting out the manu- 
facture of trucks and busses, because at that time the rubber 
situation looked “pretty bleak,” but that now, so far as essen- 
tial transport was concerned, the rubber problem had been 
solved. The W. P. B. and O. D. T., he said, were equally re- 
sponsible for “the forthcoming breakdown in highway trans- 
portation—a breakdown that is certain to come if action is 
delayed longer.” 

“Do we have material for Shipshaw (the Shipshaw power 
dam project) and similar projects outside the country when 
our domestic highway transportation system is going to ruin?” 
he asked. “If we do, it is time the American people were given 
all the facts.” 
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Mr. Coffee said that trucks and trailers “quite naturally’ 
were wearing out faster than ever before because they were 
now being operated longer hours and with greater loads, jp 
connection with the war effort. Virtually nothing was being 
done to replace such worn-out equipment, he charged. There 
were a number of trucks and trailers on hand at the time 
manufacture was stopped, and the manufacture of ‘some few 
units” had been permitted since then, he said. 

“But taking all these in the so-called pool plus those many. 
factured,” he said, “we have put into service in the last 16 
months less than one-half a normal year’s addition to oy 
highway transport system. By July 1 there will be no more 
light trucks left in the pool, and by August 1 there will be none 
of any type left. No contribution to the war and civilian effort 
can be more important than a healthy transportation system,” 

He quoted a newspaper report that in the last year only 
six out of every 100 requests normally made for new trucks 
had been met, and that every month of the war added 42,00) 
to the total of accumulated “potential” civilian demand {or 
trucks after the war. If those figures were correct, he said 
“then our efficient highway transportation system of trucks 
and trailers, that existed prior to the war, is disintegrating at 
the rate of about 1 per cent a month.” 





RATIONING OF TIRES 


Operators of fleets of commercial vehicles, who heretofore 
have had to make a separate application for a tire rationing 
certificate for each of their vehicles, may now file a single 
application for such certificates covering their aggregate needs, 
the Office of Price Administration has announced. The change 
in the tire rationing regulations was effected under provisions 
of amendment No. 31 to ration order 1A, issued June 3 and 
effective June 9, the O. P. A. said. 

“An application for a group of vehicles,” the O. P. A. an- 
nounced, ‘‘may be filed only when all the vehicles for which 
tires are being sought are: (1) Owned and operated by the 
same person and used for the same purpose, and (2) prin- 
cipally garaged or stationed at the same place. Vehicles cov- 
ered by the application must be identified by license number, 
state or registration, year, model, make and body type. The 
information is to be set forth in an attachment to the applica- 
tion form. The group application privilege cannot be extended 
to passenger car fleets. . .” 


MOTOR CARRIER TIRE INSPECTIONS 


Regulations of the Office of Defense Transportation relat- 
ing to inspection of tires of commercial motor vehicles as a 
prerequisite for operation of such vehicles under Certificates of 
War Necessity have been revised, effective June 1, with the 
issuance by Director Eastman of amendment No. 6 to general 
order O. D. T. No. 21 as amended. By the amendment, section 
501.97 of the amended order is: revised to read as follows: 





Inspection of tires. On and after June 1, 1943, no person shall 
operate any commercial motor vehicle, unless within the six (6) months 
immediately preceding such operation, or, in the event such motor 
vehicle has been operated more than five thousand (5,000) miles dur- 
ing such period, unless within the five thousand (5,000) miles last 
operated by such vehicle, all tires mounted upon the wheels thereof 
or carried for use on such vehicle have been inspected by an inspec- 
tion agency designated by the Office of Price Administration and un- 
less such inspection agency has certified that such person has made 
all reasonable and necessary adjustments, repairs, retreading, re 
capping, replacement of parts or tires, and realignment of wheels, 
found by such inspection agency to be necessary to conserve and provl- 
dently utilize such tires, unless such operator is unable, under the 
existing rationing regulations, to make such repairs, retreading, re 
capping or replacement of parts or tires. 


This amendment shall become effective on June 1, 1943. 


EASTMAN ON TRANS-CANADA TRUCK ROUTE 


Speaking informally before the Central Railway Club at 
Buffalo recently, Director Eastman of the Office of Defense 
Transportation said he had no sympathy with the fight_which 
he said the railroads were making against a trans-Canada 
route for trucks via the Niagara frontier to Detroit. The rail- 
roads, he said, had long had the privilege of transporting 
freight in bond in the trans-Canada haul, and he saw no reason 
why the trucking industry should not have the same right. 

The motor vehicle was a great railroad auxiliary, said = 
Eastman, and urged the railroads to make greater use 0 
trucks. The railroads might think of trucks and busses as 
enemies, said he, but that actually they had been the railroads 
friends, and expressed the opinion that the Pennsylvania Rail- 
road was the greatest single operator of freight trucks, directly 
or indirectly. 
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9. D. T. and State Commissions 


Action of the Oregon public utilities commissioner and of 
the Arizona commission forbidding compliance by bus com- 
panies with what are said to have been “directives” of O. D. T. 
regional offices has been brought to the attention of members 
of the National Association of Railroad and Utilities Commis- 
sioners by —e G. Hamley, assistant general solicitor of 

N. A. RB. U. C. 

” “Challenging the authority of the regional assistant of the 
division of local transport, Office of Defense Transportation, 
to reroute a Portland suburban bus line and require a transfer 
to be made to a ferry serving the Oregon Shipbuliding Corpo- 
ration plant at St. Johns, the Oregon public utilities commis- 
sioner has denied an application by the company to effectuate 
the O. D. T. directive,” said Mr. Hamley. ‘The Oregon com- 
missioner found, after a formal hearing, that the schedules 
sought to be abandoned served the transportation needs of 
numerous defense workers and their discontinuance would 
result in a loss of time in excess of one hour daily for these 
travelers.” 

In Arizona, said Mr. Hamley, an order of the state com- 
mission restoring bus service ordered to be discontinued by the 
San Francisco regional office of O. D. T. had been complied 
with by the bus company. Continuing, he said: 



























We mention these cases arising in Arizona and Oregon, not as indi- 
cating any non-cooperative attitude on the part of state commissions, 
as respects the laudable efforts of O. D. T. to reduce the consumption 
of gasoline and rubber wherever reasonably practicable, but as indi- 
cating that state commissions have no disposition to avoid the duty to 
hold in check ill-considered action of O. D. T. subordinates when neces- 
sary, respecting matters subject to state jurisdiction, and as further 
indicating that, so far as has appeared, there is no disposition on the 
part of the responsible heads of the O. D. T. to attempt to override 
decisions of state agencies, made in the exercise of their authority, in 
cases where insistence upon state jurisdiction is necessary to the pro- 
tection of the public interest. 

So far as we are advised these O .D. T. orders, in Arizona and 
Oregon, designed to require abandonment of local service, were made 
without any preliminary discussion with state authorities having juris- 
diction, and without even inviting an expression of opinion from such 
state authorities as to the desirability of such orders. 
























Mr. Hamley said Director Eastman had stated it to be his 
purpose to establish such relations with state commissions as 
would have prevented the necessity for such proceedings to 
which he referred. Doubtless Mr. Eastman, and particularly 
state commissioners generally, would regret that this “has 
plainly not resulted.” 

Director Eastman, when asked to comment on Mr. Ham- 
ley’s statements, referred the inquiry to Guy A. Richardson, 
director of the division of local transport of the O. D. T. 

Mr. Richardson said the Portland situation had not been 
brought to the attention of the division. As to the Arizona 
case, he said a letter had been written by a representative of 
the San Francisco O. D. T. regional office but that regional 
assistants had no authority to issue “directives.” It was their 
job, said he, to obtain desired results by education and per- 
suasion. The whole philosophy of the O. D. T. regional setup 
rested on the conception of cooperation with the state com- 
missions, said he. Some people had criticized the O. D. T. for 
‘leaning over backward” in its endeavor to cooperate with 
state commissions in local transportation matters, said he. He 


said the O. D. T. preferred to work cooperatively with the 
state commissions. 






























MOTOR MAINTENANCE MANUAL 


The Office of Defense Transportation has issued a manual 
on repairing motor engine cracks by cold welding. Copies may 
be obtained from the O. D. T. in Washington or at field offices 
of the O. D. T. or Office of War Information. 
















0. D. T—ALLEGHENY CONFERENCE COLLABORATION 


The Allegheny Region Traffic and Transportation Confer- 
ence has ‘“‘joined hands” with the Pittsburgh advisory commit- 
lee of the Office of Defense Transportation “for the purpose 
of mutual help.” The action was taken at a recent meeting 
of the conference at which members of the advisory committee 
and V. V. Boatner, O. D. T. division of railway transport 
Were present (see Traffic World May 15, p. 1163). W. F. 
Schulten, chairman of the advisory committee announced that 
Charles Donely, chairman of the conference, had been added 
j ‘0 the committee “to complete the tie-in with the conference.” 
Other members of the committee are R. E. Jones, W. H. Lees, 
A. J. Sevin, B. S. Thomas and C. W. Trust. Mr. Schulten 
‘aid the conference would act as a fact-finding group for the 
‘ommittee and that the committee would reciprocate by “pro- 
gressing matters with the O. D. T. at Washington.” The 
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conference, under the direction of its vice-chairman, W. B. 
Shepherd, is engaged in a study to determine how best to 


set up a system for forecasting motor freight traffic in the 
area. 


“BLACK MARKET” TRUCK USE 


Officials of the National League of Wholesale Fresh Fruit 
and Vegetable Distributors have asked the Office of Defense 
Transportation, the Office of Price Administration and the 
Department of Agriculture to take steps to prevent use of 
motor trucks in “black markets” in fresh fruits and vegetables. 
They emphasized that they were not talking about the legiti- 
mate transportation of fruits and vegetables by motor vehicle 
but what they wanted was to cut off the gasoline supply of the 
trucks that were being used in “black market’ operations. The 
O. D. T. was asked to revoke certificates of war necessity held 
by truckers moving fruits and vegetables to “black markets,” 
and the Department of Agriculture was asked not to issue 
permits to anyone desiring to ship potatoes unless the person 
had a permit under the perishable agricultural commodities act 
license. “Black market” operations in the fruit and vegetable 
distribution field, it was stated, involved an effort to “beat’’ 
O. P. A. “ceiling” prices, and resulted in disadvantage to the 


legitimate dealers in that field, as well as to the consuming 
public and the producers. 


WAR TRUCKING COMMITTEE MEETING 

Conferences between the War Planning Committee of Am- 
erican Trucking Associations, Inc., Director Eastman of the 
Office of Defense Transportation, and Director Rogers of the 
motor transport division of O. D. T., were held this week. The 
trucking committee, it was said at A. T. A. headquarters, had 
asked O. D. T., as claimant agency for the transportation indus- 
try, to obtain from the War Production Board assurances that 
the trucking industry would receive the materials and supplies 
necessary to do the war-time transportation job. 


TRUCK PRODUCTION CONTROL 
The procedure required to allot production of medium and 
heavy trucks and off-the-highway motor vehicles has been 


simplified in amended Limitation Order L-1l-e, says the War 
Production Board, adding: 


The amended order empowers the War Production Board to issue 
from time to time letters of authority which will specifically authorize 
manufacturers to produce a given number of automotive vehicles of 
the types specified within given periods of time. 

Before L-l-e was amended it was necessary each time an allotment 
was made for the production of the vehicles to issue an amendment 
to the order. The present order is an enabling act which will permit 
the allotments to be made on authorizations without going through 
the lengthier procedure involved in amending the order. 

The amended order further provides that producers of medium or 
heavy trucks or off-the-highway vehicles may, notwithstanding the pro- 
visions of Priorities Regulation No. 1, schedule their production of 
such vehicles as if the purchase orders for them bore a rating of 
AA-2X, 


TRUCK JOINT ACTION PLAN 


In supplementary order O. D. T. 3, revised-23, coordinated 
operations between Kansas City and points in Kansas, Director 
Eastman has approved an application for coordinated opera- 
tions filed by the Topeka Transfer & Storage Co., Topeka, 
Kan.; Ship-By-Truck Co., doing business as Graham Ship-By- 
Truck Co., Kansas City, Mo.; Park Hetzel, Jr., doing business 
as Lawrence Transfer and Storage Co., Lawrence, Kan., and 
Wheelock Bros., Inc., Kansas City, Mo. 


Cheek on T. P. & W. Taxes 


“Net railway operating income reflects the substantial re- 
duction in taxes,” says Kar] Fischer, assistant to the president, 
Burlington Lines, referring to statements made by O. D. T. 
officials intended to show that there was substantiallly greater 
efficiency in operation on the Toledo, Peoria, and Western in 
1942, under government management, than in 1941, under pri- 
vate management. 

A statement of tax accruals on the T. P. & W., prepared 
in the office of the Burlington’s vice-president and comptroller, 
from data contained in reports filed with the Commission, shows 
that the railroad paid no normal income tax, surtax, excess 
profits tax, nor capital stock tax to the federal government in 
1942, whereas, in 1941, it paid $145,245 normal income tax, 
$41,893 surtax; $132,199 excess profits tax, and $22,930 capital 
tax. The old age pension tax paid in 1942 was $27,949 and the 
unemployment insurance tax the same amount, as compared 
with $29,826 each in 1941. The railroad, under private manage- 
ment, paid $239 in excise tax on telegrams in 1941, an assess- 






Ee 
a 




















1340 TRAFFIC WORLD) june 


In addition to serving the Nio 





F,, tomorrow, the vast Chain of Tidewater Terminals part in this essential job. 
cannot give you exactly the storage, handling, or But don’t forget that you, too, are our responsi- 
delivery facilities you require in a given city, remem- bility. Your distribution must be served. Your neces- 
ber this: sary customers must be taken care of. In so far A 
R : ; : I 
War comes first. And war means a dozen allied as war allows it, we are in your service. We urge 
Armies as welleas something like a billion people. They you, therefore, to state your basic needs. Every | D« 












must and will be taken care of. America is feed- facility not in government service will be offered z 
. bd . . . 
ing and supplying them, and every shipment isa (Y. mmot\ You. Every need that must be met is our problem | 4), 
tidewater warehousing, docking, or handling  {f{ temmats as well as yours. Please state your problem J ho 
‘4 aia 2 z : NO INLAND 

operation. Our facilities are playing a gigantic os frankly. m 
. * * ‘ 
Wi 

The Chain of Tidewater Terminals 
vo 


and Inland Warehouses 


WALTER B. McKINNEY, President, Broad Street Station Bldg., Philadelphia, Pa. 
NEW YORK OFFICE: 17 State Street CHICAGO OFFICE: 1646 Transportation Bldg. SEATTLE OFFICE: 632 Skinner Bldg. 


MERCHANTS WAREHOUSE COMPANY BAYWAY TERMINAL CORPORATION NORFOLK TIDEWATER TERMINALS, INC. LINCOLN TIDEWATER TERMINALS 
_ 10 Chestnut St., Philadelphia (operated by Lincoln Tidewater Terminals) Norfolk, Virginia 17 State Street, New York, N. Y. 
George M. Richardson, Vice-President Bayway (Elizabeth), New Jersey James A. Moore, Vice-President Arthur Link, Vice-President 
R.S. McElroy, V.-P. & Gen. Mgr. and General Manager 
KEYSTONE WAREHOUSE COMPANY NEWARK TIDEWATER TERMINAL, INC. MERCH BOSTON TIDEWATER TERMINAL, INC. 
Seneca and Hamburg Sts., Buffalo, N. Y. Port Street, Newark, New Jersey 453 ae see ol Ph nce St., Boston, Massachusetts 
W. J. Bishop, Vice-President J. A. Lehman, Vice-President T. W. Haskell, Manager T. W. Haskell, Vice-President 


} and General Manager and General Manager and General Manager 





W ORLD§ June 


Nio 


responsi- 
ur neces- 
n so far 
We urge 
s. Every 
e offered 
problem 
problem 


inner Bldg. 


TERMINALS 
York, N. Y. 


resident 


RMINAL, INC. 
Massachusetts 
President 
ager 


One Effective Storage 
Answer...Field Warehousing 


Dozens of companies, faced with the 
problem of borrowing money on goods 
and raw materials, have found that 
the Tidewater Method of Field Ware- 
housing answers their need exactly 
and at less cost than warehouse stor- 
age. It is a complete and firmly estab- 
lished system whereby we bring the 
warehouse to your plant, and issue 
warehouse receipts against which 
you borrow. May we explain it fully ? 


Tidewater Field 


Warehouses, Inc. 


17 State Street, New York City 
Joseph E. Lowe, Vice-President 


A unit of the Chain of Tidewater 
Terminals and Inland Warehouses 
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ment the government did not have to pay in 1942. The railroad 
paid $25 in automobile use tax in 1942, because that tax, new 
in that year, fell due on January 1, before the railroad was 
taken over by the government. 

The railroad paid $79,420 in taxes to the state of Illinois 
in 1941; under government management it paid $60,279 to the 
state in 1942. 

The Burlington compilation totals $481,578 paid in 1941 and 
$116,202 in 1942, a difference of $365,376 in favor of the gov- 
ernment. Mr. Eastman, in testimony before the House military 
affairs committee on manpower, said that “the net railway 
operating income for 1941 under private management was 
$457,605, while, for 1942, during nine months of which the rail- 
road was under federal management, the corresponding figure 
was $1,033,024.” An adjustment of the figures, on the basis of 
non-payment of income tax in either year and no allowance 
for depreciation in either year, he said, would make the net 
railway operating income for the nine months of federal opera- 
tion in 1942 $1,209,220, as compared with $690,547 in 1941 (see 
Traffic World, May 22, p. 1210). 


CERTIFICATES OF WAR NECESSITY 


Certain exemptions from the provisions of General Order 
O. D. T. 21 have been consolidated into one exemption order 
(Exemption Order O. D. T. 21-2A) by the O. D. T. 

Rental cars hired for a period of 30 consecutive days or 
more were not eligible under the new exemption for certificates 
of war necessity as provided under General Order 21, but were 
eligible for gasoline ration coupons provided by O. P. A. for 
passenger cars, according to the O. D. T. Formerly, rental cars 
hired for 7 or more consecutive days were not eligible for cer- 
tificates of war necessity. The exemptions consolidated were 
those covered in the Exemption Orders Nos. 21-2 and 21-6. 


0. D. T. DELIVERY RESTRICTIONS 


Two general permits containing exemptions from certain 
delivery restrictions in General Order No. 17, as amended, were 
issued June 1 by the Office of Defense Transportation, said the 
O. D. T., adding: 


One permit (O. D. T. 17-22) covered wholesale deliveries of motion 
picture film for exhibition. Wholesale film delivery routes or areas 
may be served on any six days in a calendar week. However, only 
five deliveries may be made to each destination and those must be 
made to theatres, hospitals, charitable institutions, or military estab- 
lishments. 

Wholesale deliveries of burial equipment were covered by a second 
permit (O. D. T. 17-23). The exemption on burial equipment provides 
that two, instead of one, deliveries may be made in a day when the 
second load being delivered consists exclusively of caskets, rough 
boxes or burial garments destined to an undertaker’s office for imme- 
diate use. 





Lake Erie Truck-Ferry Service 


Director Eastman, of the Office of Defense Transportation, 
has asked over-the-road motor carriers, labor union members, 
and shippers to cooperate with the O. D. T. in the immediate 
opening of a truck-trailer ferry service across Lake Erie be- 
tween Detroit and Cleveland. Mr. Eastman said that, if neces- 
sary, an O. D. T. order would be issued requiring use of the 
ferry service. 

Operation of the trailer ferry between those two cities, 
said the O. D. T., had been planned to save manpower, equip- 
ment, gasoline, parts, and more than 325,000 commercial tire 
miles a day. Each of two ferries will make one round trip a 
days, with a maximum cargo of at least 50 semi-trailers, saving 
the trailers and the tractors which would pull them a haul of 
168 miles, according to the O. D. T. 

In a telegram to Daniel J. Tobin of Indianapolis, president 
of the International Brotherhood of Teamsters, Mr. Eastman 
urged members of the truckers’ union to cooperate and asserted, 
“IT greatly prefer such voluntary cooperation on the part of all 
concerned in the accomplishment of this purpose.” 

Similar telegrams were sent to James Hoffa, of Detroit, 
joint council representative of the teamsters’ union, and to Ed 
Murphy, of Cleveland, also an official of the brotherhood, the 
O. D. T. said, adding: 


In a telegram to T. H. Browning, of Detroit, president of the 
Truckers Steamship Company, which is chartered to operate the trailer 
ferry service, Mr. Eastman said, ‘‘Please arrange effective 11 a. m. 
June 2 to sail first vessel in proposed steamship service in transpor- 
tation of trucks and trailers between Cleveland and Detroit continuing 
daily thereafter in accordance with prearranged schedule.’’ 

Mr. Eastman also sent telegrams to 68 over-the-road trucking 
companies and to Eugene Cassaroll, of Auto Shippers, Inc., requesting 
their cooperation in the operation. 

In his wire to the teamsters’ union leaders, Mr. Eastman said, 
‘“‘Because of differences between the brotherhood’s local representa- 
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tives and the truck companies, the truck operators have thus fy, 
hesitated to tender trailers to the ferry service. Such differences ¢qp, 
not be permitted to delay the inauguration of this service any longer 
and in my opinion can and should be ironed out promptly through ap. 
propriate procedure subsequent to its inauguration. I, therefore, bespea, 
yours and the brotherhood’s full cooperation with the employing truck 
carriers to enable this service to get under way promptly on Wedne. 
day, June 2.”’ 





Director Eastman, June 4, issued supplementary orde 
O. D. T. 3, revised, 25, effective June 7, ordering common anj 
contract motor carriers of property to utilize waterway trang. 
port facilities to the exclusion of highways for the movement of 
trailers and semi-trailers between Detroit and Cleveland ang 
the areas within 25 miles of their boundaries unless otherwig 
authorized by O. D. T. permit. The order applies not only to 
property movements originating in one of the cities and destined 
for the other, but also to shipments originating outside the 
zones but moving between them. 





Reduced Rail Refrigeration 


The War Food Administration has submitted a_ proposal 
to U. S. railroads urging them to amend the perishable pro- 
tective tariff so as to allow “half-stage” icing, which, if ac. 
cepted, it says, will save producers and shippers of fresh fruits 
vegetables and melons up to 20 per cent of present refrigeration 
charges. The proposal was contained in a petition addressed 
May 31 to J. J. Quinn, chariman of the National Perishable 
Freight Committee, Chicago, IIl. 

The proposal followed a series of tests conducted by the 
Department of Agriculture which indicated that ice bunkers 
which were filled only down to the half stage would refrigerate 
carloads of fruits and vegetables as effectively as would bunk. 
ers filled to capacity, said the W. F. A., adding: 


A bunker is a metal-frame box of car width and depth, loaded by 
dropping ice chunks through a roof hatch. A standard refrigerator 
car contains one bunker at each end. 

For test purposes, a ‘‘gate’’ was set level across the bunker at a 
point halfway between car floor and ceiling, and the bunker was filled 
only down to the gate. Tests proved that only the ice in the upper 
half of the bunker effectively cools the warm air which rises against 
the ceiling, and that ice in the lower half of the bunker, though it 
weighs 16 per* cent of the combined load of ice and commodities, 
—" provides support which a half-stage gate can supply equally 
well. 

Cars arriving at hold or delivery tracks or at final destination with 
bunkers less than three-fourths full are now re-iced to capacity. In 
most such cases, when shipments are unloaded promptly, 6,000 to 
8,000 pounds of ice remains in the car bunkers. When such cars return 
to the shipping point, large quantities of ice frequently remain and 
labor must be employed to empty it. With half-stage icing services 
in effect, the amount of this ice would be greatly reduced. Aside 
from the financial savings which would result to producers and ship- 
pers, a large economic waste of motive power, manpower and war- 


short ice would be prevented, War Food Administrator officials ex- 
plained. 


“The proposal requests the committee to publish rules, 
regulations and charges for both ‘standard’ and ‘modified’ forms 
of half-stage refrigeration,” says the W. F. A. Under stand- 
ard refrigeration, bunkers are re-iced at all regular icing 
Stations en route. Under modified refrigeration the shipper 
specifies a particular type of shipping-point refrigeration serv- 
ice, with one or two re-icings in transit. 


“It is estimated that approximately half of U. S. refrig- 
erator cars are now equipped with half-stage gates. Gates are 
being installed in the other cars as they go into shops for gen- 
eral repairs. Installation of gates in the cars now lacking them 
would require negligible amounts of man hours and critical 
materials, W. F. A. officials said, as compared with the savings 
in man hours, motive power and ice which would result if the 
tariff were amended as proposed.” 


Chairman Quinn said June 2, that he had received the pro- 
posal and had acknowledged it in a letter in which he said it 
would be set for hearing before his committee in due course. 
He told the W. F. A. that his committee had held a meeting 
only a few days ago and that its next regular session was not 
scheduled until late in July. He said he conveyed this informa- 
tion to the W. F. A. to preclude any suggestion of dilatoriness 
in handling the matter. 


Except for the formal proposal from the W. F. A., said he, 
the committee had received no complaints, from shippers oF 
others, against the existing icing rules or any proposals that 
they be changed along the lines proposed by the government 
agency. 

: When the matter was set for hearing, notice would appear 
in the National Perishable Freight Committee hearing bulletin, 
published in the Traffic Bulletin, he said. 
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Coal Service Orders 


The Commission has issued service orders 120-B and 121-B, 
restoring, with amendments, provisions of orders 120 and 121 
restricting the delivery of bituminous coal to consignees having 
jess than ten days supply of such coal and the delivery of 
anthracite coal to consignees having less than five days supply 
of such coal. The orders, issued because of the stoppage of 
work in the coal mines, apply only to coal consigned before 
June 1 and not to coal produced thereafter. Exports to Canada 
are exempted. Issuance of the Commission orders followed 
similar orders by Solid Fuels Administrator Ickes applying to 
persons receiving coal (see Traffic World, May 8, p. 1092). 

The service orders provided that delivery of coal might not 
be made, except to a consignee, or person eligible to receive a 
carload of coal under the terms of War Production Board 
Orders Nos. M-316 and M-318. Such recipients were required 
to certify to the railroad, in the form suggested as an appendix 
to the orders, that they had less than five days’ supply of an- 
thracite, or ten days’ supply of bituminous coal on hand; and 
that, if they were not the original consignees, they would pay 
all obligations of the consignee to the consignors with respect 
tosuch coal. The W. P. B. orders provided that a railroad might 
rely on the truth of statements contained in such certificates 
unless it knew them to be false. 

The orders as originally drawn provided the following 
exceptions from the provisions thereof: 






























(1) Coal specifically consigned for export (other than all-rail ship- 
ments to Canadian destinations) ; 

(2) Coal specifically consigned for water movement after dumping 
from cars, but coal which has been loaded into cars after completion 
of the water movement shall be subject to this order; 


(3) Coal specifically consigned for use aboard any vessel; 

(4) Delivery to a consignee’s siding without the certificate pro- 
vided for in paragraph (a), if the railroad informs the consignee that 
delivery is made for the railroad’s convenience and that the coal is 
still subject to diversion or reconsignment under this order. The 
consignee shall not unload any such coal without giving the certificate 
provided for in paragraph (a); 

(5) Delivery to a connecting carrier; 


(6) Any transaction which may be specifically permitted by the 
Interstate Commerce Commission upon recommendation of the Solid 
Fuels Administrator. 






















As amended, the orders carry an additional exception, 
designated as No. 7, reading as follows: 








(7) Coal loaded in cars at the mine tipple on and after June 1, 
1943, which mine has not suspended operations or which has resumed 
operations since June 1, 1943, provided that the billing covering such 
cars will carry a reference to this amendment (120-B or 121-B as 
the case may be) ‘‘mine in operation’’ as authority that such cars of 
coal are exempt from the provisions of this order. 












The reinstated orders defined the five or ten days’ supply 
as including: all bituminous or anthracite coal of any usable 
kind, grade or size on hand or available, and added that any 
person who had coal in transit, if not restricted by the order, or 
who had coal located away from the place of consumption ‘‘must 
take such coal into account in computing” whether he had the 
allowed supply, to the extent that such coal was available or 
would be available at the place of consumption within the five 
or ten day period. The supply was to be figured, the order 
directed, to include any additional amount necessary to avoid 
delivery of a fraction of a carload. 

The orders also directed the railroads to disregard bills 
of lading covering carloads of bituminous or anthracite to the 
extent that they should deliver, without surrendering the bills 
of lading, such shipments to persons on the carriers’ credit lists 
certifying their eligibility to receive the coal. Carriers were 
authorized to divert carloads using the most available routes to 
expedite the movement and prevent congestion. The rates to 
be applied, the orders said, should be the joint rates in effect 
from the original point of origin to final destination, and in the 
absence of joint rates, the lowest combination. The railroads 
Were directed, also, to notify the consignor immediately in 
Writing the name and address of the person, other than the 
orginal consignee, to whom coal was diverted. The orders 
suspended all reconsignment rules and demurrage rules with 
respect to holding cars at intermediate points for diversion, 
reconsignment, or disposition orders, and the operation of all 
lariff provisions so far as they were inconsistent with the orders. 

rovisions of the orders are subject to any general or special 
permits issued by the director of the Commission’s Bureau of 
ervice to meet specific needs, or exceptional circumstances, on 
recommendations of the solid fuels administrator. 


With respect to War Production Board orders M-316 and 
M-318, Solid Fuels Administrator Ickes reinstated those orders 
with amendments corresponding to those made by the Com- 
mission’s service orders. Authority to deal with these orders 
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had been delegated to Mr. Ickes by Chairman Nelson, of the 
W. 2S. 

Mr. Ickes said that he anticipated that the orders would 
make available approximately 3,000,000 tons of coal that could 
be diverted to prevent war plants and other users from having 
to curtail essential operations or close down for lack of fuel. 

The Commission’s original orders and the original W. P. B. 
orders were suspended May 3, after coal mining operations had 
been resumed following a coal strike at that time. 





COAL AND TRANSPORTATION 

The Office of Defense Transportation said, June 2, that 
it had drawn up plans to be put into effect on a moment’s 
notice if it became necessary to restrict travel to save loco- 
motive fuel by reason of the coal strike. Solid Fuels Admin- 
istrator Ickes had requested Director Eastman, following the 
first stoppage of coal production, to take such action. Action was 
not taken at that time, however, by reason of the resumption 
of mining operations (see Traffic World, May 8, p. 1092). 


REPAIR OF FLOOD-DAMAGED ROADS 


The White House announced on May 31 that President 
Roosevelt had authorized the use of $5,000,000 to $7,500,000 of 
federal-aid highway funds for emergency repairs to flood-dam- 
aged roads and bridges in midwestern and southwestern states, 
and had directed Administrator Fleming of the Federal Works 
Agency to proceed immediately with the reconstruction work. 
It was stated that the states would have to match the federal 
funds allotted to them. President’s action, it was said, released 
accrued balances of federal-aid funds previously allocated to 
the states but “frozen” by an order of the President by which 
non-essential road construction had been halted. Immediate 
federal aid would go to eight states—lIllinois, Indiana, Missouri, 
Kansas, Nebraska, Arkansas, Oklahoma and Mississippi—and 
similar assistance might be extended later to other states in 
which there were flood-stricken areas, according to the White 
House announcement. 





NO POTATO ICING ORDER 


With a view to expediting the movement of trains, the 
Commission, division 3, issued service order No. 126, effective 
May 29, providing, notwithstanding the provisions of service 
order No. 123, as amended, that no common carrier by rail- 
road subject to the interstate commerce act shall ice or per- 
mit to be iced a refrigerator car or cars loaded with potatoes 
originating in the states of Georgia, South Carolina, North 
Carolina, or Virginia, except under special or general permits 
issued by the director of the Commission’s Bureau of Service, 
Washington, D. C., to meet specific needs or exceptional cir- 
cumstances. 

Service order No. 123, as amended, forbade railroads, after 
the first or initial icing, to allow reicing, or subsequent icing 
after the first or initial icing, of a refrigerator car or cars 
of potatoes at any point or points in the states of Alabama, 
California, Florida, Georgia, Louisiana, Mississippi, North 
Carolina, South Carolina, Tennessee, Virginia, Arizona, Ar- 
kansas, Oklahoma or Texas except under general or special 
permits (see Traffic World, May 22, p. 1216). 

In service order No. 126, the Commission stated that ship- 
ments of potatoes in refrigerator cars originating in the states 
named were being iced unnecessarily thereby delaying unduly 
the movement of trains, and that an emergency existed, in 
its opinion, requiring immediate action to prevent a shortage 
of railroad equipment and congestion of traffic. Operation 
of all tariff rules or regulations in so far as they conflict with 
the provisions of the order have been suspended. The rail- 
roads were required to publish, file and post supplements to 
their tariffs affected, in substantial accordance with provisions 
of Rule 9(k) of the Commission’s Tariff Circular No. 20, an- 
nouncing the suspension of any of the provisions therein. 





POTATO SHIPMENT CONTROL 


Control over potato shipments from 90 additional counties 
in Florida, Georgia, South Carolina, North Carolina and Vir- 
ginia has been provided by the War Food Administration in 
Food Distribution Order 49, effective in the Florida, Georgia 
and South Carolina counties on May 29, in North Carolina 
counties on June 7, and in the Virginia counties on June 14 
(see Traffic World, May 22, p. 1216). 

Permits will be issued through the War Food Administra- 
tion offices in Hastings, Fla.; Loxley, Ala.; Florence and Meg- 
gett, S. C.; Goldsboro and Washington, N. C.; and Norfolk, 
and Onley, Va. Counties included in the extended order are: 

Florida—Nassau, Baker, Columbia, Suwanee, Gilchrist, Levy, Brad- 
ford, Alachua, Marion, Putnam, Clay, Duval, St. Johns, Flagler, 
Volusia, and Lake. 

Georgia—Bulloch, Effingham, Bryan, Chatham, and Liberty. 

South Carolina—Dillon, Marion, Florence, Horry, Sumter, Claren- 
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don, Williamsburg, Georgetown, Orangeburg, Berkeley, Dorchester, 
Charleston, Colleton, Allendale, Hampton, Jasper, and Beaufort. 

North Carolina—Northampton, Halifax, Martin, Pitt, Greene, 
Wayne, Johnston, Harnett, Cumberland, Robeson, Hertford, Gates, 
Bertie, Washington, Beaufort, Craven, Lenoir, Duplin, Sampson, 
Bladen, Columbus, Brunswick, Camden, Currituck, Pasquotank, Per- 
quimans, Chowan, Tyrrell, Dare, Hyde, Pamlico, Jones, Carteret, 
Onslow, Pender, and New Hanover. 

Virginia—Accomac, Northampton, Warwick, York, Elizabeth City, 
Princess Anne, Norfolk, Nansemond, Isle of Wight, James City, 
Gloucester, Mathews, Middlesex, King William, and King and Queen. 


The Commission, division 3, issued service order No. 127 
giving effect to the action taken by the War Food Administra- 
tion in extending control over potato shipments from 90 addi- 
tional counties in Florida, Georgia, South Carolina and Vir- 
ginia under Food Distribution Order 49. The order requires, 
effective on the dates specified in order 49, that no common 
carrier by railroad and no common or contract motor carrier 
subject to the interstate commerce act shall accept or move 
Irish potatoes from the counties named in carloads, less-than- 
carloads, truckloads, or less-than-truckloads except on presenta- 
tion of a permit from the director of food distribution. The 
service order stated that the director of the O..D. T. had re- 
quested the Commission to take such action as it deemed 
necessary. 


Revenue Ton-Miles 


Railroads of Class I in the United States handled about 18 
per cent more ton-miles of revenue freight in April, 1943, than 
in April, 1942, according to a preliminary estimate by the Asso- 
ciation of American Railroads. 

In the first four months of 1943, Class I railroads performed 
26 per cent more revenue ton-miles of service than in the same 
period of 1942. Compared with the first four months of 1939, 
the freight service performed by American railroads in the 
first one-third of 1943 was 138 per cent greater. 

The following table summarized revenue ton-mile statis- 
tics for the first four months of 1943 and 1942: 


Revenue Ton-Miles of Freight 





Per Cent 
Month 1943 1942 increase 
I, iio. 00:s:sawemsieaaine 109,565,792,000 83,773,075,000 30.8 
ME Sai Giasstasmrmsaxanadl + 61,000,000,000 48,255,531,000 26.4 
I Wace s iue aice bloc Kiatenata an alasmae t 59,000,000,000 49,997,495,000 18.0 
ee eerer ar 229,565,792,000 182,026,101,000 26.1 





tRevised estimate. tPreliminary estimate. 


Revenue Freight Loading 


Revenue freight loading the week ended May 29 totaled 
852,518 cars, according to the Association of American Rail- 
roads. This was 1.1 per cent over the preceding week, 7.2 per 
cent over the corresponding week last year, and 6.3 per cent 
over the corresponding week of 1941. The corresponding weeks 
of 1942 and 1941 included the Memorial Day Holiday, while 
the week ended May 29 did not. 

Loading by groups of commodities the week ended May 29 
was reported as follows: grain and grain products 43,402; live 
stock 13,564; coal 172,431; coke 14,912; forest products, 44,133; 
ore 82,409; merchandise, 1. c. 1., 98,375; miscellaneous 382,797. 


GOVERNMENT AGENCIES’ TRAVEL COSTS 


A total of $35,672,853.84 was spent by government depart- 
ments and agencies other than the War and Navy Departments 
for travel in the last six months of 1942, according to the 
congressional joint committee on reduction of non-essential 
federal expenditures. Senator Byrd, of Virginia, is chairman of 
the committee. 

Of this amount, the committee reported, per diem expenses 
accounted for 52 per cent, or $18,527,694. It added that railroad 
expenses accounted for 18 per cent of the total, or $6,379,630, 
that automobile expenses amounted to 14 per cent, or $5,119,045; 
that airplane expenses amounted to 7 per cent, or $2,640,208, 
and that “the remainder were miscellaneous expenses or un- 
proportioned totals.’ 

A tabulation of indvidual agency expenses for travel in the 
period between July 1 and Dec. 31, 1942, included the following: 


Office of Defense Transportation, $196,572; War Shipping Adminis- 
tration, $48,497; Board of Investigation and Research—Transportation, 
$3,104.71; Interstate Commerce Commission, $334,316.46; National Medi- 
ation Board, $14,989.78; Railroad Retirement Board, $84,631.02; Mari- 
time Commission, $310,371.11. 


The estimated travel expenditures for the fiscal year 1943, 
the committee indicated, represented substantial percentage 
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increases over the travel expenditures of 1941 in the case 
many agencies. Among such increases it mentioned the folloy. 
ing: Maritime commission, 664 per cent; Railroad Retiremey 
Board, 64 per cent; and Interstate Commerce Commission, 10 
per cent. 

The committee said the government departments an 
agencies, excluding the War and Navy Departments, spent , 
total of $15,573,833.91 for communications (including, telephon 
telegraph and cable, teletype, postage, and “special services) 
in the last half of 1942. Expenditures of the O. D .T. in thy 
category totaled $117,873.32, while those of the Commisgig, 
amounted to $21,148.23, the committee showed. 


TRANSPORT OUTPUT AND WAR 

“We are building merchant ships four times as fast 
they are being sunk,” said James F. Byrnes, director of the 
newly created Office of War Mobilization, in a radio addreg 
broadcast nationally the night of May 31. 

Mr. Byrnes, former Supreme Court justice and forme 
economics stabilization director, said the U. S. merchant flee 
was growing “so rapidly that we are shipping and delivering 
more cargo than ever before in history.” However, he added 
still more ships were needed to carry out the unconditional sy. 
render plans of the United Nations. 

The United States, he said, had shipped to lend-leag 
countries “‘almost twice as many motor vehicles as we produced 
for ourselves alone in the last war.” If all those vehicles wer 
parked bumper to bumper, he continued, they would reach twice 
across North America. 

Mr. Byrnes said he was permitted to announce that “the 
100,000th airplane manufactured since we began our war pro- 
duction program came off the assembly line today.” The pro- 
portion of bombers and fighter planes to the total output had 
become steadily greater, he said, adding that they were “bigger 
and more devastating.” 

He said that in the first five months of 1943 the United 
States built 100 fighting ships, and that the size of our fleet 
would be doubled this year. 


CONTROL OF EXPORTS AND IMPORTS 


Hector Lazo, assistant director in charge of the Office of 
Exports, Board of Economic Warfare, has issued current 
bulletin No. 98 of the Office of Exports, containing information 
relating to the following subjects: (1) Newsprint paper—gen- 
eral license to other American republics; (2) wheat flour— 
general license to other American republics; (3) suggested 
export license application limits for radio receiving tubes, 
schedule B Nos. 7078.05 and 7078.98, for third quarter, 1943; 
(4) exports to United States armed services for official use, 
and (5) applications for individual licenses not to be filed by 
SP license holders for approved projects. 


PACKING FOR EXPORT 


War conditions accentuate the importance of proper pack- 
ing for export, says the Bureau of Foreign and Domestic Com- 
merce in the Foreign Commerce Weekly of the Department 
of Commerce. 

“Losses resulting from faulty packaging mean not only 
the loss of the goods at the time when needed by the purchaser, 
but also lost effort in manufacture and transportation, long- 
drawn-out negotiation and settlement of claims, and frequently 
the loss of customers and markets,” it said, referring to normal 
times. 

In war time, it said, the successful prosecution of the war 
depended in large measure on the avoidance of unnecessary 
waste of time, effort, materials, manufacturing and shipping 
facilities, and products. This applied in the case of commercial 
transactions as well as to governmental supplies and material, 
and especially, it said, with respect to the supplying of the 
essential requirements of friendly nations under the war-time 
restrictions on trade and shipping. 


W. S. A. BILLS OF LADING WARNING 


In revised supplement No. 4 to General Order No. 16, 
dated May 28, the War Shipping Administration has directed 
that the following clause be conspicuously printed or stamped 
on all bills of lading issued in respect of cargoes carried aboard 
vessels owned, chartered, or in any way employed by or in the 
interest of the United States: 


Warni ng 


Disclosure of the contents of this bill of lading to any unauthor 
ized person may involve an offense against the espionage act of the 
United States (50 U. S. C., 31 and 32, as amended), or against the 
official secrets act, 1911 and 1920, or the defense (general) regulation, 
of the United Kingdom. 
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June 5, 1943 


Regional Reports on Transport 


Great Lakes shipping is better situated than other forms 
of transport in the fourth Department of Commerce region 
(described also as the Cleveland-Pittsburgh-Cincinnati area) 
with respect to manpower and equipment problems, but present 
difficulties of motor carriers of freight in that region are such 
that “one wonders how much longer the trucking industry can 
hold its present pace without relief in the form of equipment 
and personnel,” according to a transportation report prepared 
for the Commerce Department by Robert L. Whaley, its regional 
business consultant at Cleveland, O. 

He said the various types of carriers were “doing a remark- 
able job in handling the vastly increased traffic volume in- 
cident to the war effort” but that ‘some alarming weaknesses 
merit attention by all concerned.” 

‘Railroads operating in the region,” he continued, “have 
too few gondola cars for handling coal, ore and limestone, not 
enough flat cars for the volume of steel and heavy materials 
which must be moved, too little motive power, and insufficient 
seasoned operating personnel.” 

He observed that, because of the late opening of the lakes 
navigation season this year, it was expected that the iron ore 
movement on lake vessels would be limited to 91,000,000 tons, 
compared with 92,000,000 tons last year. He described a food 
supply problem on the lake vessels as follows: 




































Operators have been concerned about the problem of taking aboard 
adequate food supplies to provide for emergencies. Unlike coast ves- 
sels, which are exempt from food quota restrictions, lake boats are 
classified by O. P. A. as institutional users. Modifications of the ruling 
have permitted larger supplies of processed foods, and it is hoped that 
similar provision will be made with respect to meat. The necessity of 
providing ample food is evident in the fact that even now, on account 
of ice conditions, some boats have been out two weeks instead of the 
normal three days. 




















After noting that the railroads carried 35 per cent more 
traffic in 1942 than in 1941, he stated that their load this year 
would be even heavier, and added: 









More iron ore and limestone will have to be carried from Lake 
Erie ports to the steel centers. More coal will have to be hauled from 
mines operating on a six-day week. The railroads themselves will 
consume more coal. Curtailment of coast shipping and lack of lake 
shipping space will necessitate movements of considerable amounts 
to the eastern seaboard by rail. There will be heavy shipments to 
Lake Erie ports for the lake trade. However, in order to give prefer- 
ence to ore, lake boats will carry less coal. This will necessitate rail 
shipments to lake ports usually served by boat. Some grain will also 
be diverted from lake boats to the railroads. . Fs 

The railroads are handling the enormous volume of traffic re- 
markably well with no embargoes ordered. Yards occasionally have 
a half day’s accumulation of loaded freight cars at the end of the day 
because of heavy passenger movement requiring the use of freight 
engines, but they never get farther behind. 


















Pooling of Equipment 


Through a pooling system, said Mr. Whaley, rail equip- 
ment had been brought into the region from less busy terri- 
tories, and engines from eastern roads were now seen in Cleve- 
land yards. 

As to rail manpower, he said operating men were over- 
worked, because it was necessary for them to stay on long 
hours with “green” help; that all extra crews were working 
the limit of 16 hours; that more telegraph operators were 
badly needed, and that women were employed in various parts 
of the region in roundhouse work, shop work, hand trucking 
and “even as section hands.” 

“From the viewpoint of the manufacturer,” he continued, 
“one of the most noticeable effects of the war on rail service 
is the marked increase in transit time on incoming shipments. 
This is attributed largely to inexperienced railroad help. Ship- 
ments are routed circuitously. Delivery is often made to the 
wrong plant. There is great difficulty in tracing shipments. . .” 





































Truck Situation 


Describing the region as one of “normal intense trucking 
activity,” Mr. Whaley said the war had served to intensify 
such activity and that the strain of handling the added load 
was “beginning to tell.” 

.  JTucking equipment is taking a terrific beating,” he said. 

Instead of being driven the normal 15 or 16 hours a day, it 

s rolling 20 hours out the the 24. It is carrying heavier loads 

be eareving them more miles because there is little empty 
e” 

He discussed shortages of truck equipment, saying that 
teplacements are not keeping pace with needs and that the 
truck reserve continued to shrink, and added that, “while, 
according to local W. P. B. officials, the parts situation is now 


at the critical stage, future prospects look brighter.” 
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“With continued cooperation from all government sources, 
they believe the industry should be ‘out of the woods’ within 
the next 90 days,” he said. 


Loading Delays at War Plants 


Congestion at loading and delivery platforms at war plants 
had created a serious problem for truckers, he reported. He 
said operators had stated that drivers entering some plants 
with loads in the morning were “lucky to get out the same 
day” and that in many instances longer delays occurred. This 
situation was caused mainly by the fact that many large plants 
were trying to operate 24 hours a day with shipping and re- 
ceiving facilities designed for eight hours, he said. He con- 
tinued as follows: 


A further problem is that plants often put on an embargo without 
notifying the shipper. This means storing the material on the truck 
or taking it to the terminal. Truckers also complain of the excessive 
amount of time consumed at war plants for driver identification. ... 

Some truckers can no longer handle available business and are 
putting embargoes on interline freight. Preference is given to impor- 
tant rules and big loads. Therefore, much freight piles up on the 
docks. Recently 30,000 pounds of aluminum were held up for three 
days in Cleveland for lack of a carrier to take it to Detroit. ... The 
situation could be avoided if the shipment were given to a carrier 
operating through to the final destination. 

Another effect of the war is the growing tendency of the smaller 
trucking firms to restrict their areas of operation. Some have prac- 
tically given up their interstate business. Many are concentrating on 
local hauling and seldom go beyond 100 miles, . 


*-e 


New England Region Report 


Each available medium of transportation in New England 
now carried a full and extra load, and that section generally 
was approaching ‘the ideal integration where each medium 
carries the load it is best suited to carry,” said Roger Johnson, 
the Commerce Department’s regional business consultant at 
Boston, Mass., in a report on the New England transportation 
situation, made public by the Commerce Department. 

“The geography and economy of New England,” he said, 
“is such that there has always been heavy transportation ac- 
tivity. Its economic pattern requires a two-way flow of goods 
—raw materials in and finished products out. Bulky raw ma- 
terials—cotton, wool, hides, leather, coal, fuel, oil, etc.—nor- 
mally enter New England via deep water ports such as Boston, 
Fall River, Portland, Providence, New Haven and Bridgeport. 
Finished products which are mostly lightweight are shipped to 
the nation’s markets both by rail and truck. Only 35 per cent 
of its products for export are shipped out of New England 
ports. Freight tonnage entering the area is five times that 
going out. Tonnage imports at the port of Boston are ten 
times greater than exports. Passenger travel per mile on New 
England railroads is three times greater than the United States 
average... 

“While the steep grades of the region are not particularly 
suited to heavy trucking, New England with 3 per cent of the 
total highway system of the United States has 8 per cent of 
the highways that exceed two lanes in width.” 

Ton-miles of freight transported by railroads in New Eng- 
land increased 33.5 per cent in 1942 over 1941, said Mr. John- 
son. He stated that motor trucks in the second quarter of 1940 
carried in New England 1,333,000 tons of freight and traveled 
25,911,000 miles, and that in the corresponding part of 1942 
the load had increased to over 1,800,000 tons and the distance 
traveled to 31,420,000 miles. 


L. C. L. Service and Delays 


Mr. Johnson attributed to the INew England Shippers’ Ad- 
visory Board a report that the less-carload service in New 
England was “not at all satisfactory,” and said shipments in 
New England seemed to be more subject to delay than those 
moving to outside territories. Causes of this situation, he said, 
included: (1) Lack of sufficient tonnage in compliance with 
O. D. T. order No. 1 in overhead cars between key points either 
within New England or between here and other areas; (2) 
freight and car congestion at the larger terminals and trans- 
fers in New England; (3) lack of sufficient efficient personnel; 
(4) delays in actual movement of freight which can be attrib- 
uted to the military effort, and (5) shortages of carrier motive 
and container equipment. He said reasons for delay of ship- 
ments included: 


1. New England ships out two full cars for every five that come in. 
The O. D. T. restrictions on overhead cars to a minimum of 10 tons 
has caused more transfers and congestion at transfer points particularly 
in westbound movement. 

2. Freight and car congestion at larger terminals has been aggra- 
vated by many shippers still operating on a five-day basis. An edu- 
cational program is under way to have both deliveries and shipments 
placed on a six-day basis. With a 48-hour week now generally in force 
in manufacturing establishments, improvement is evident. Some fur- 
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ther educational work needs to be done among retail and, to a certain 
degree, among wholesale distributors. 








Continuing, he said: 







The number of freight cars loaded in New England during 1942 
decreased by 253,234. This drop was almost entirely accounted for by 
heavier loading of merchandise and miscellaneous items. In _ fact, 
these loadings amounted to something like 240,000 cars. At the same 
time, there was an increase of 225,586 cars received from connections, 
which made the total handled in 1942 practically balance 1941. Dur- 
ing the year 1942 the railroads handled the greatest number of cars 
in and out of New England in history, the figure inbound being 
1,656,983 and outbound 614,970. This refers to loaded cars only and 
compares with the previous high in 1929 of 1,409,000 inbound and 
666,858 outbound. 





























































Loading Prospects 


Reports received by the New England Shippers’ Advisory 
Board for the second quarter, said Mr. Johnson, indicated an 
increase in business on 16 commodity groups, especially in 
brass, bronze and copper, canned goods, fertilizer, machinery, 
iron and steel, wool, scrap metals and potatoes, that no change 
was expected in six commodity groups, and that decreases were 
foreseen in the loading of 15 commodity groups, including 
chemicals, clay, gravel, sand and stone, furniture, groceries, 
lime and plaster and other building materials. It was expected 
that New England would load about 7.3 per cent less cars for 
the second quarter of this year than it loaded in the same 
period of 1942, he said. 

On the subject of air transportation, Mr. Johnson said the 
air travel priorities situation had “resulted in a vicious circle— 
tending to defeat the primary objectives of getting the optimum 
use out of available equipment and to reserve flying space for 
those with the most urgent war business.” The nearest pri- 
ority office to the New England region, he observed, was in 
New York City, and, he added, ‘the remoteness of the issuing 
office does not make for efficiency.” 

“Further,” he continued, “there is considerable confusion 
on the part of the traveling public as to who is entitled to a 
priority. As a result many whose business would justify their 
travel by air are not doing so. This sometimes results in flights 
leaving with empty seats. The problem of working out a full 
load is also one that causes frequent difficulty and delay in 
order to balance vital air express shipments, passengers, and 
fuel capacity. There is a feeling in the industry that a few 
of the original planes turned over to military authorities at 
the beginning of the war could be returned since these trans- 
ports have become, from a military point of view, obsolete.” 





PACIFIC NORTHWEST ADVISORY BOARD 


The Pacific Northwest Advisory Board will hold its sum- 
mer meeting, June 24, at the Winthrop Hotel, Tacoma, Wash. 
Director Eastman will be the principal speaker. Fred Shane- 
man, manager, Penn Salt Company, will discuss the growth of 
the chemical industry in the northwest. 


SOUTHERN TRAFFIC LEAGUE 


The Southern Traffic League will hold a special meeting 
at the Ansley Hotel, Atlanta, Ga., June 16. Marion M. Caskie, 
former member of the Commission, founder and first president 
of the league, will be the guest of honor. 

The call for the meeting, issued by T. M. Henderson, com- 
missioner Nashville, Tenn., Freight Bureau, secretary of the 
league, says that no docket for the meeting will be issued and 
no committee reports distributed before or submitted at the 
meeting, with the exception of the comments and recommenda- 
tions to be presented by W. S. Creighton, chairman of the 
legislative committee. The meeting, the call says, “will be 
open for discussion of any matters of interest to the members,” 
and it suggests for such discussion the failure of motor car- 
riers to remove the 6 per cent increase ordered “suspended” 
as to railroad rates by the Commission in reopened Ex Parte 
148, and a proposal to establish in the league a special com- 
mittee on post-war transportation. 

C. E. Childe, member of the Board of Investigation and 
Research—Transportation, will be present and will speak on 
the board’s report on interterritorial rates and pending legis- 
lation on the subject. 

E. Del Wood, traffic manager, Chattanooga, Tenn., Manu- 
facturers’ Association, president of the league, will preside. 




































TRANS-MISSOURI-KANSAS BOARD 


The summer meeting of the Trans-Missouri-Kansas Ship- 
pers’ Board will be held at the Hotel Allis, Wichita, Kan., 
June 9. At the morning session, there will be addresses by 
O. C. Castle, associate director, Office of Defense Transporta- 
tion; Col. E. C. R. Lasher, deputy chief of transportation, U. S. 
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Army; G. H. Shafer, president, National Association of Shj 
pers’ Advisory Boards, and Homer C. King, director of thy 
Commission’s bureau of service. J. W. Ground, general secre. 
tary of the board, will present the report of the executive cop. 
mittee. L. F. Orr, general traffic manager, Pet Milk Company 
St. Louis, will report on the Perfect Shipping Month campaigy 
of 1943. He will also report as chairman of the legislatiy, 
committee. Carl Giessow, traffic director, St. Louis Chambhg 
of Commerce, vice-president of the National Association, wij 
report on conferences of the association with the O. D. T, an 
the Commission. R. E. Clark, manager, closed car section, ¢ 
service division, Association of American Railroads, will repoy 
on national transportation conditions and car supply, and J, J 
Hayden will report as district manager of the division. Thep 
will be reports from commodity carloading committees an; 
from _ representatives of railroads operating in the territory, 
W. W. Klingensmith, traffic manager, Tulsa, Okla., Chamber 
of Commerce, will report as chairman of the committee oy 
cooperation with motor and water carriers. 

The problem of efficient grain transportation will be consid. 
ered at the afternoon session. F. A. Theis, president, Simonds. 
Shields-Theis Grain Company, Kansas City, Mo., will speak on 
the grain situation in the area, and C. D. Sturtevant, specia| 
representative, Commodities Credit Corporation, will discus; 
the national grain situation. Representatives from Hutchinson, 
Salina and Wichita, Kan., and St. Louis, Kansas City and S$. 
Joseph, Mo., will talk about local grain problems. F. S. Keiser 
transportation consultant, O. D. T., will speak. H. J. Goude. 
lock, executive vice-president, Midwest Coal Traffic Bureay 
general chairman of the board, will preside. 





SOUTHEAST SHIPPERS’ BOARD 


The Southeast Shippers’ Advisory Board will hold its sum. 
mer meeting at the Ansley Hotel, Atlanta, Ga., June 17. R. A. 
McCaffrey, southern traffic manager, United States Pipe and 
Foundry Company, Birmingham, Ala., general chairman, will 
preside. There will be reports from commodity carloading com- 
mittees and railroad representatives. Warren C. Kendall, chair- 
man, car service division, Association of American Railroads, 
will speak on general transportation conditions, and T. M. 
Healy will report as district manager of the division. M. M. 
Caskie, vice-president, Reynolds Metal Company, Richmond, 
Va., former member of the Commission, will be the speaker 
at the luncheon session. 


PITTSBURGH PRACTITIONERS’ CHAPTER 


The Pittsburgh region chapter of the Association of Inter- 
state Commerce Commission Practitioners has elected the fol- 
lowing offiers: 


Chairman, J. H. Wilharm; vice-chairman, Roy S. Kern; secretary- 
treasurer, D. O. Moore; members of the executive committee, J. C. 
Beck, A, A. Mattson, W. F. Schulten and P. H. Yorke. 


The chapter has decided not to hold its usual golf outing 
this summer. Its next meeting will be held September 27. 


STATE COMMISSION ENGINEERS’ MEETING 
The National Association of Railroad and Utilities Com- 
missioners has announced that the twenty-first annual confer- 
ence of State Utilities Commission Engineers will be held 
June 16 and 17 in the Sherman Hotel, Chicago. Wayne E. 
Limbocker, chief engineer of the Kansas State Corporation 
Commission, is chairman of the executive committee. 





PULLMAN CAR PLANT CONVERSION 


Congress has received from the state senate of Alabama 
a resolution protesting against the ‘announced proposal” of 
the War Production Board to take over the car-manufacturing 
plant of the Pullman Standard Car Manufacturing Co. at Bes- 
semer, Ala., “for the purpose of housing machinery for the 
extrusion of aluminum.” The Alabama senate urged that the 
W. P. B. and such other agencies as might have concurred in 
the proposal in question be asked to consider “the fact that 
the existing plant is engaged to full capacity in war production, 
is organized and equipped to continue the operation of its car- 
manufacturing business upon the cessation of the war effort, 
is one of the principal industries in the Birmingham area proc- 
essing into finished product the raw materials of that region, 
and that the taking over of the plant for the purposes proposed 
would sacrifice and destroy a permanent business for no other 
purpose than to provide a roof and walls for the processing of 
aluminum.” The resolution called for establishment of the 
aluminum processing plant elsewhere in Alabama. 
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or of t Traffie Law and P ae 
ont raifie Law a rocedure 
Utive com. a , ; — . ; ; 
Company Eighteenth of a Series of Fifty-Two Articles on the Subject by G. Lloyd Wilson—Railroad Terminal 
Mpalgn oe ; ‘ ‘ 
legislat Facilities and Continuous Carriage of Freight 
amber 
. T. ang The transportation act of 1920 amended the interstate com- “terminal facilities” in common, cannot be limited. The Su- 
ection, ca merce act so as to give the Interstate Commerce Commis- preme Court has held that “a precise distinction between facili- 
Vill repoy } sion the power to require carriers subject to its jurisdiction to ties cannot be enforced. Transprotation is the business of rail- 
, and J, J} permit the use of their terminal facilities by other carriers roads and, when that business may be regulated, and to what 
on. Ther | when such arrangements were found by the Commission to be extent, may depend on circumstances.” 
ittees ani} practicable and justified in the public interest. The policy of The Commission has held that the term, “facilities,” in- 
territory, | Congress was reversed by this legislation. Prior to the enact- cludes “everything necessary for the convenience of passengers 
Chamber | ment of this portion of the transportation act, the law stipu- and the safety and prompt transportation of freight,” includ- 
Mittee on | lated that its provisions relating to the interchange of traffic jing: 1. depots or stations, 2. platforms, 3. spur tracks or sid- 
among carriers should not be construed as requiring carriers  jngs, 4. station grounds, 5. elevators, 6. freight and passenger 
be consid. | to give the use of their tracks or terminal facilities to other ¢ars, 7, switch locomotives, 8. terminal tracks, 9. signalling 
‘ >I carriers. ng iol ties = = 
oe ¢ Before the amendment added by the transportation act, devices and similar neuen of eae operation. 
nt, special | the law safeguarded the carriers in their exclusive use of their Belt Lines or Terminal Railroads 
ill discys | terminal facilities. The act, as now amended, expresses the Belt lines serving single terminal areas have been held by 
lutchinson § policy of Congress that the public interest in adequate trans- the Commission, in C. and A. R. Co. et al,, vs. J. T. P. and 
ty and § | portation service transcends the interest of any individual car- MM. R. Co., to come within the provisions of the act. Terminal 
S. Keiser | rier the property rights of which are affected by the common _ facilities owned or operated by subsidiary or independent com- 
J. Goude: | use of its terminal facilities when such arrangements are found panies that own no main-line tracks are likewise included. The 
c Bureau practicable. ; ; — Commission held in this case that any other construction of 
The act, as amended, provides that, if the Commission finds the phrasing of the act would nullify its power to afford relief 
it to be in the public interest and to be practicable, it may jn cases where the terminal facilities were controlled by other 
require the use of railroad terminal facilities by other carriers companies than the trunk-line railroad carriers." 
than those owning them, provided the use does not substan- : ; Pe 
d its sum. | tially impair the ability of the carriers owning or entitled to Compensation for Use of Terminal Facilities 
17. R.A | icy the facilities to handle their own business. _The compensation paid by carriers for the use of terminal 
Pipe and The Commission may also require the carriers to permit facilities may be agreed on by the carriers among themselves. 
rman, will | the use by other railroads of main-line tracks of railroads for If they fail to agree, the Commission may fix the amounts it 
ading com. | "asonable distances outside the terminals. : . deems to be just and reasonable. 
dall, chair. |, The Commission has held that the purpose of this provi- The compensation must be paid in advance or adequately 
Railroads | sion of the act is to make possible the more flexible use of secured before the carriers seeking to use the terminal may 
ind T. | terminal facilities on the general principle that the public in- use them. If the carriers required to permit other carriers to 
on. M. M, | terest imposes important qualifications on the manner in which use their terminal facilities are not satisfied with the terms 
Richmond, | ‘he carriers employ their property. This privilege is applicable of compensation, or if the amount of compensation fixed for 
1e speaker | 0t only to the physical use of terminals by other carriers the use of the facilities is not promptly paid, the carriers own- 
but to the opening of terminals through requiring switching ing the facilities or entitled to their use may take action 
arrangements to be made with other carriers where such ar- against the carriers using them to recover proper damages for 
rangements are practicable and in the public interest.’ any injuries suffered as a result of the requirements of the 
-R : The pol a = bo neaggeve oe o ee act, or compensation for the use of the facilities, or both.” 
1 of Inter. § Me use Of the terminal facilities, and the Obvious Object OF the The carriers owning the facilities must receive fair and 
»d the fol- | at 1s to — the — bod sige semen advantages through fy) compensation for 0 Ber Po for the loss of full use of their 
od ong teenie Bp ogee blic? ities where such use is required terminal properties. The interests of the public and of the 
: geal y : owning carriers, as well as all the circumstances surrounding 
ittee, J. C. Permanency of the Arrangements the appropriation of the facilities, must be considered.” The 
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The U. S. Supreme Court decided, in the Los Angeles 

Terminal case that the act did more than merely to provide 
for the temporary use of terminal facilities and adjacent main- 
line tracks of rail lines by others in emergencies. It also con- 
templates the sharing of terminal facilities of a railroad by 
others in order to assure the convenience of the public and to 
promote the dispatch of traffic for the benefit of shippers and 
travelers in interstate commerce. 
_. The Commission has the power and duty, under the pro- 
visions of the act, to make a union station out of what is the 
individual passenger or freight station of a railroad, where the 
public interest requires that this action be taken.* The Com- 
mission, however, does not have the power to require carriers 
to abandon their existing passenger stations and to construct 
metropolitan union passenger stations on new sites.’ It does 
have exclusive jurisdiction to determine whether a junction 
may be established between two rail carriers engaged in inter- 
state as well as in local transportation.° 
























Terminal Facilities 


The Commission and the Supreme Court have held that 
the term, “facilities,” as used in the act giving the Commission 
power to order carriers to permit other railroads to use their 














‘Interstate Commerce Act, Part I, Section 3 (5), originally (4), 
and ie T. R. Co. ve. K. C. FP. Co. (104 TL. C. CC. B08), 1936. 

* Tbid. 

* Hastings Commercial Club vs. C. M. and St. P. R. Co. (69 I. C. C. 
489), 1922; and (107 I. C. C. 208), 1926. 

‘Port Arthur C. of C. and S. vs. T. and F. S: R. Co: (3 I. C. C. 
31), 1922; and (136 I. C. C. 597), 1928. 
° (104 I. C. C, 203), 1925. 
*R. R. Comm. of Calif. vs. S. P. Co. et al. (264 U. S. 331), 1924. 
‘IC. C. vs. U. S. ex rel. Los Angeles (280 U. S. 52), 1929. 
SA. and V. R. Co. et al. vs. J. and E. R. Co. (271 U. S. 244), 1926. 




























act entitles the proprietary carriers to adequate compensation 
and provides the means of protection to insure the adequacy 
of the compensation.“ The terms of use and the amount of 
compensation for the use of the facilities may be agreed on 
by the carriers and the owners have recourse to the Commis- 
sion in the event the parties fail to agree on the compensation 
to be paid.” 
The Public Interest 


The Commsision’s power under the act to permit certain 
railroads to use the terminal facilities of others is conditioned 
on a showing of the public interest. It must consider not only 
the interests of particular shippers, located at or near the ter- 
minals, but also the interests of the railroads and of the public 
in general.” The Commission has held that carriers should not 
be required to afford the use of their terminal facliities to other 
railroads at nominal rates of compensation. The control of 
carriers’ business, moreover, should not be restricted by gov- 
ernmental regulation unless there is some compelling public 
interest that would be lawfully served by requiring the use of 
the carriers’ terminal facilities and regulating their use of their 
own facilities.” 

Congress may control the terminal facilities of carriers 


*G. T. R: Co. vs. M. R. BR. Comm. (231 U. S&S. 457), 1018. 

10 (69 I. C. C. 489), 1922; and (107 I. C. C. 208), 1926, cited above. 

12 (146 I. C. C. 171), 1928. 

12 Interstate Commerce Act, Section 3, (4). 

13 (107 I. C. C. 208), 1926; and (69 I. C. C. 489), 1922, cited above. 

14 Stocking at Beaumont, Texas (112 I. C. C. 125), 1926. 

15 (104 I. C. C. 203), 1925, cited above. 

16 Manufacturers’ Assn., York, Pa., vs. Penna R. Co. et al. (73 
I. C. C. 40), 1922: U. S. and I. C. C. vs. Penna. R. Co. (266 U. S. 191), 
1924; M.-K.-T. R. Co. vs. K. ©. T. Co. (104 I. C. C. 203), 1925; and (198 
i. ©... ©; 20a. 
17 (73 I. C, C. 361), 1922; and (136 I. C. C. 597), 1928, cited above. 






















































































1348 






and the Commission has authority to issue orders to prevent 
the creation of monopolies prohibited by the Sherman anti- 
trust act.* 

Conflict of State and Federal Laws 


In cases where the same terminal facilities are used for 
interstate and intrastate traffic, the regulation of intrastate 
commerce is so incidental and inseparable from the regulation 
of interstate traffic that it is considered to be within the author- 
ity of the Commission.” 

The act: gives the Commission jurisdiction over the terminal 
arrangements incident to interstate commerce, but leaves to 
the public service or public utility commissions of the several 
states jurisdiction over purely intrastate traffic.” 


Continuous Carriage of Freight 


The original act to regulate commerce of 1887 contained 
a section that was later amended in 1935, constituting section 
7, of the present interstate commerce act, forbidding the eva- 
sion of the law by the device of interrupting transportation 
movements so as to prevent them from being interstate com- 
merce and, as such, subject to federal authority. 

The section provides that it is unlawful for any common 
carrier subject to the act to enter into any express or implied 
agreement, contract, or combination to prevent the carriage 
of freight from being continuous from the place of shipment 
to the place of destination. Specific devices forbidden include: 
1. change in time schedules; 2. carriage in different cars, or 
“break-bulk” of shipments; 3. stoppage of shipments; 4. inter- 
ruption of shipments; 5. other means or devices. 

No such actions by the carriers prevent the carriage of the 
freight from being in fact and considered as continuous from 
the point of origin to the place of destination, unless the breaks, 
stoppages, or interruptions are made in good faith for some 
necessary purpose without any intent to avoid or unnecessarily 
interrupt the continuity of carriage or to evade any of the 
provisions of the act.” 

The federal courts have construed this section in the light 
of the provisions of the Sherman anti-trust act of 1890 forbid- 
ding combinations to defeat the provisions of the interstate 
commerce act.” The U. S. Supreme Court, in Davis vs. C. C. C. 
and St. L. R. Co., has construed the section as a restriction on 
the power of railroads, by making it unlawful for interstate 
carriers by railroad to prevent the transportation of interstate 
freight from being continuous movements subject to the provi- 
sions of the act.” 

The Commission has held that section 7, of part I, may 
properly be construed in connection with section 1 of the same 
part of the act, which defines the general jurisdictional powers 
of the Commission. In Boston F. and P. Exch. vs. N. Y. and 
N. E. R. Co. et al., the Commission said: 


In construing a statute it is to be looked at in its entirety, each 
section being read and understood in the light of every other section. 


The Commission, in another early case, R. R. Comm. of 
Kentucky vs. L. and N. R. Co., expressed its uncertainty as to 
just what section 7 was intended to accomplish. It observed: 


Possibly Congress thought that railways might attempt to relieve 
themselves from the provisions of the interstate commerce act by 
interrupting traffic at state lines, thereby depriving it of the character 
of interstate business and enacted this section to prevent this.% 


Transfers of Freight 


The Commission, in Louisville B. of T. et al., vs. I. C. and 
S. T. Co. et al., held that the transfer of through traffic at 
junction points, thereby causing unreasonable interruptions of 
traffic, amounted to a violation of the interstate commerce 
act.* It has held, moreover, that the continuity of movement 
may not be destroyed by breaking up carload shipments into 
less-than-carload shipments.” It has also held that it is the 
undoubted right of shippers to have their carload shipments 
transported from and to interstate points at through rates free 
from the requirement of unloading and reloading at shippers’ 


expense at the points of connection or interchange of the dif- 
ferent carriers.” 


1% Penna Co. vs. U. S. et al. (236 U. S. 351), 1915. 

19 Southern R. Co. vs. Shealy et al. (18 Fed. (2d) 784), 1927. 

20 (280 U. S. 52), 1929, cited above. 

21 Interstate Commerce Act, Part 1, Section 7. 

22 Waterhouse et al. vs. Comer (55 Fed. 149), 1893. 

23 (217 U. S. 157), 1910. 

4 (4 I. C. C. 664), 1890. 

7 (10 I. C. C. 173), 1904. 

26 (27 I. C. C. 499), 1913. 

77 Armour and Co. vs. Director General, as Agent (104 I. C. C. 603), 

1925. 
%St. L. S. and P. R. Co. vs. P. and P. U. R. Co. (26 I. C. C. 226), 

1913; and Douglass and Co. vs. I. C. R. Co. et al. (31 I. C. C. 587), 1914. 
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The reasonable through movement and continuity of freight 
movement is specifically guaranteed to shippers by section 7 
of the act, and, by implication, through the terms of sectio, 
1, 3, and 15, of the act. In this connection, the Commissig, 
held in an important case directly on this point, Hope Cott, 
Oil Co. vs. T. and P. R. Co.: 


Not only does this section (section 7) specifically forbid treatip, 
a joint through shipment as two local transactions, but without it y, 
such subterfuge would be permitted.” ' 


Contracts and Agreements 


The terms of the act are sufficiently broad to make illega| 
all means and devices intended to evade any of its provisions* 
The Commission has held that, when railroads establish through 
and continuous lines and offer these routes for the use of the 
public, they can not rid themselves of responsibility for unjust 
and unreasonable charges by breaking the hauls and callin 
themselves carriers on the separate ends of their through line® 

In another case, the Commission held that the continuity 
of the haul was not broken in fact and could not be broken 
in law by one or more carriers, members of parties of a through 
line or route, charging local rates as their proportions of a 
through rate.” 

In applying the act, the Commission has held, in Douglas 
and Co. vs. I. C. R. Co. et al., that the application of Varying 
carload minimum weights, where through rates are made on 
combinations of rates, does not violate the act through dis. 
rupting the continuity of the through movements.” 


Application to Water Carriers 


The provisions of section 7, of the act, do not apply to 
water carriers that are not controlled by rail carriers. In one 
case dealing with this question, Transportation by C. and O. R. 
Co., the Commission ruled that its regulation that shippers 
might not use the agents of the carriers for reconsigning Ship- 
ments was applicable only to agents of carriers subject to the 
act and not to agents of independent water lines not subject to 
the act.™ 

In Glencoe L. and C. Co. vs. P. M. S. S. Co. et al., the 
Commission held that a claim for reparation on a shipment 
moved by railroad carrier and broken in bulk by a steamship 
carrier should be denied, because the steamship line had not 
subjected itself to the jurisdiction of the Commission.” 

a In Investigation of Seatrain Lines, Inc., the Commission 
said there was no more violation of this section of the act with 
respect to through routes via rail lines and sea-train service 
than of the service of rail lines with breakbulk water carriers.” 


Pipe Line Companies 


_ The section applies to common carriers of petroleum by 
pipe lines. In interstate commerce. In the general investigation 
of pipe lines, In the Matter of Pipe Lines, the Commission 
ruled that the interstate transportation of petroleum by pipe 
line was not divested of its interstate character by placing the 
ownership of the pipe line in a different corporation in each 
state through which the oil was transported in its interstate 
movement and by transferring title to the oil to each of these 
corporations “contemporaneously with the entrance of the oil 
into the pipe lines” of each corporation.” 


* (10 t. C. C.G86), 1005. 

%0In Re Investigation of G. T. R. Transportation from U. S. to 
Canada (3 I. C. C. 89), 1889. 

31 Brady et al. vs. Penna. R. Co. (2 I. C. C.), 131, 1888. 

32 Bd. of Trade of Troy, Ala., vs. A. M. R. Co. et al. (6 I. C. C. 1), 
1893; see also Armour Grain Co. vs. C. M. and St. P. R. Co. (155 1. C. C. 
415), 1929. 

33 (31 I. C. C. 587), 1914, cited above. 

* (31 I. C. C. 207), 1911. 

35 (42 I. C. C. 425), 1916. 

36 (206 I. C. C. 329), 1935. 

= (6 I. €..C.. 3), 18. 





P. R. VESSEL CLEARANCES 


Secretary of the Interior Ickes has announced a new and 
simplified procedure for obtaining cargo clearances for small 
vessels ranging in size from 50 to 1,000 deadweight tons plying 
between Puerto Rico and the mainland of the United States as 
a step toward facilitating the use of such boats to a maximum 
extent. The new procedure was outlined as follows: 


Charterers or operators of these small vessels will now submit to 
the General Supplies Administration in San Juan an itemized list of 
cargo which is intended to ship on a specific vessel. After the General 
Supplies Administrator has eliminated any disapproved items, the list 
will be turned over to W. L. Cope, War Shipping Administration rep- 
resentative in San Juan, for forwarding to the proper port representa- 
tive of the W. S. A. in the states. That officer will accept the list as 
clearance by the Interior Department on the proposed cargo. 
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bid treatin, specialist on interstate commerce law, who is a member of our spe- 
ithout it 1 cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
ake illegy | not desire to take the place of the traffic man but to help him in 
rovisions* his work. . : : : 
sh through The right is reserved to refuse to answer in this column any 
u question, legal or traffic, that it may appear to us unwise to answer 
=< the or that involves a situation too complex for the kind of investiga- 
for UNJust } sion herein contemplated. If a more comprehensive answer to a 
nd calling question is desired than is thought proper for this column, the 
ugh line" | department will answer it by letter for a reasonable charge. 
continuity No attention will be paid to anonymous communications or 
be broken | questions from nonsubscribers, 
a through _ Address Questions and Answers Department, 
tions of Traffic Service Corporation, Earle Building, Washington, D. C. 
Or a 
ELSIE TL TT ET 
n Douglas 
of varying Tax on Freight Transportation 
' Made on Montana.—Question: We engage a trucker, licensed by the 
rough dis- | interstate Commerce Commission and the Montana Railroad 
Commission to deliver products within our city limits at a rate 
of 5 cents per 100 pounds. This concern has been advised by 
the collector of internal revenue for this district that the 3 per 
apply to cent transportation tax applies to such traffic. Will you advise 
'S. In one J ys if the tax is collectible? 
and 0. R. Answer: The term “person engaged in the business of 
t_shippers transporting property for hire” includes a common carrier, 
ning ship- f contract carrier, freight forwarder, express company, a local 
ect to the moving and drayage concern, or other person transporting 
Subject to | oropety, wholly or in part, by rail, motor vehicle, water or air. 
The transportation of property from one point in the 
at al., the } United States to another includes interstate, intrastate, local, 
Shipment | intracity and other local movements, and all transportation 
Steamship ] srvices and facilities rendered, furnished, or used in connec- 
> had not | tion therewith. 
-— The tax applies to amounts paid for intracity and intra- 
mmission | sate, as well as interstate transportation. Accordingly, the 
° act with | transportation movements within a municipality or between 
pte adjacent municipalities would be taxable. 
Routing and Misrouting— Shipment Forwarded Via Higher 
Rated Route Where Lower Rated Route Available 
oleum by Missouri.—Question: My problem concerns the aggregate 
estigation ] of intermediates rates as provided for in the Transportation Act. 
ymmission Tariffs do not provide for through rates from point A to 
1 by pipe | point E and rates are made on either a 1 or a 2 factor combi- 
lacing the | nation depending on route of movement. 
n in each Railroad X can handle the car from point A to point E 
interstate | via either the 1 or 2 factor routes. However, Y can only handle 
1 of these § the car via the 2 factor route. 
of the oil The carriers are trying to assess the rate figured on the 
1 factor combination, which is considerably less than the 2 
factor combination, in spite of the fact that the car was routed 
via Y route, which is only operative in connection with the 
1 U. S. to | 2 factor rate, and insist that the aggregate of intermediate 
tule rates would apply, which would accord the shipper the 
LcOD benefit of the cheaper combination of rates. 
i551.¢.c. |. Our interpretation of the aggregate of intermediates rates 
in this particular instance would not be involved, inasmuch as 
the shipment actually moved via Y route, which can only afford 
a2 factor combination rate, which is higher than the 1 factor 
combination. Our idea is that if X carrier handles the car on 
a bill of lading issued by the shipper carrying no junction point 
and X carrier by reason of its geographical arrangement could 
handle the car via either the 1 or 2 factor routes, the X carrier 
would be forced to assess the cheaper combination which would 
—- y be the 1 factor combination, regardless of which way they 
for seal handle the car, handling it of course as to their own con- 
ns plying venient operating necessity. 
States as We would appreciate very much an answer from you. 
naximum _ Answer: It is our opinion that carrier X, in forwarding a 
shipment via its line over the route via which the higher 
aggregate of intermediates is applicable would be misrouting 
beg | tte shipment, and could be required to refund the difference 
ne General |, tween the rate applicable via that route and the rate via the 
s, the list — over which the lower aggregate of intermediates applies. 
‘ation rep- ee McCaull-Dinsmore Co. vs. Great Northern Ry. Co., 41 
-epresenta- LCC. 178; 47 I. C. C. 581. 
adieeines Demurrage—Average Agreement—Exclusion of Sundays and 





olidays in Computing Time Prior to Fourth Debit Day 


540 New York.—Question: Section A, of Rule No. 9, Item No. 
» of B. T. Jones Car Demurrage Rules and Regulations 
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Freight Tariff No. 4-W, I. C. C. No. 3722, reads in part as 
follows: 


After the expiration of forty-eight (48) hours (96 hours on cars 
subject to Rule 8, Section A, Paragraph 2, page 47), free time, one 
debit per car per day or fraction of a day, will be charged for each of 
the first four days. 


As this rule makes no mention of Sundays or legal holidays, 
we shall thank you to advise us if, in your opinion, the intent 
of the rule was to include Sundays and legal holidays in the 
first four days immediately following the free time. In our 
opinion, the rule is to be interpreted as meaning the first four 
demurrage days, which shall exclude Sundays and legal holi- 
days. 

We have been presented with a demurrage bill involving 
quite a bit of money and any light you can throw on this 
matter will be appreciated. 

Answer: In its decision in Armour Grain Co. vs. Chicago, 
M. & St. P. Ry. Co., 155 I. C. C. 415, the Commission stated 
on page 422 that under the average agreement plan, Sundays 
and holidays are excluded in computing time prior to the 4th 
debit day, that subsequent thereto Sundays and holidays are 
not excluded. 


Sales—Passage of Title Where Freight Is Prepaid by Seller 
and Routing Specified by Buyer 

Pennsylvania.—Question: We have had occasion to refer 
to page 150 of the Traffic World for July 17, 1937 and page 533 
of the September 4, 1937 issue for enlightenment on the subject 
of the shipper’s right to route when goods are sold f. o. b. ship- 
ping point with freight prepaid. Apparently, up to that time 
legal opinions differed as to who was invested with the right 
to route. Will you please review this subject in the light of 
more recent legal opinions and include something covering 
a situation where the buyer specifies a higher freight cost 
medium or demands L. C. L. shipments of orders placed in 
carload quantities? Does the measure of the freight cost on 
goods sold f. o. b. shipping point, freight prepaid, permit the 
seller to ignore the buyer’s routing instructions when it would 
result in higher transportation charges ? 

Answer: Where a sale is of specific identified chattels or 
articles appropriated by the seller to fulfillment of the con- 
tract, the question as to when the title passes is primarily 
one of the intention of the parties, to be derived from the terms 
of the contract and the circumstances of the case. 

A general usage or custom of the trade or business in ques- 
tion may be controlling to show the intention of the parties as 
to when the title passes and effect will be given thereto if the 
intention of the parties is otherwise left indefinite. 

Where the provision is f. 0. b. at point of shipment the 
title will pass, as a general rule, when the property is placed 
on the cars for shipment, on the other hand, where the pro- 
vision is for delivery f. 0. b. point of destination the title is 
not, as a rule, considered to pass until the subject matter has 
reached such point, as the delivery to the carrier is not a 
delivery to the buyer. 

If the place of shipment is the place where, under the 
terms of the contract, delivery is to be made to the buyer, the 
fact that on delivery to the carrier the seller pays or guarantees 
the freight will not prevent the delivery from constituting a 
delivery to the buyer. The payment of freight by the seller is, 
however, evidence to show that the seller assumed the duty 
of delivering at the point of destination, and will prevent, if 
such is the case, the delivery to the carrier from being con- 
sidered a delivery to the buyer. 


If, under the contract of sale, the payment of the freight 
charges is assumed by the seller, and the freight charges are 
not charged against the purchaser, this fact, in the absence of 
provisions in the contract of sale to show that a contrary in- 
tention, would be evidence going to show that the seller as- 
sumed the duty of delivering the goods at the point of destina- 
tion and will prevent the delivery to the carrier from being 
considered a delivery to the buyer. That is, it will be con- 
sidered that the goods were sold f. o. b. point of destination 
and not f. o. b. point of origin. See the decisions in Neimeyer 
Lumber Co. vs. Burlington, etc., R. Co., 74 N. W. 670; McLough- 
lin vs. Marston, 47 N. W. 1058; Donnemiller vs. Kirkpatrick 
(Pa.), 50 Atl. 928. 


In our answer to Indiana, on page 533 of the Sept. 4, 1937 
Traffic World, under the caption “Sales, etc.”, we stated that 
where goods are sold either f. o. b. origin or f. o. b. destination, 
the seller must comply with the buyer’s routing instructions, 
if such routing instructions are specified by the buyer in his 
purchase order or in negotiations with the seller and the 
seller accepts the order with such instructions. 

Therefore, if the buyer accepts an order which specifies 
a route or medium of transportation via which higher freight 
charges apply than those applicable via other available routes, 
it would seem to follow that the seller must forward the goods 
via such higher rated routes. Likewise, if the buyer specifies 



























































































1350 


the less-carload shipment of orders placed in carload quantities 


and the seller accepts orders with such specifications the seller 


must comply with such specifications. 

If the seller does not wish to be bound by the terms of 
the buyer’s purchase order which will result in the payment 
by the seller of the higher freight charges, he should not ac- 
cept purchase orders containing such routing directions or 
specifications as to the L. C. L. shipment of goods ordered in 
C. L. quantities. 

We are unable to locate decisions more recent than those 
cited in our answer to which reference is made above. 


Tariff Interpretation—Error in Publication 


Georgia.— Question: It would be appreciated if you would 
inform me on the following: 

In re-issuing a tariff, through error or carelessness of the 
compiler, a rate is shown in the new tariff different from 
what it should be and as shown in the old tariff. Assume that 
the rate is one of long standing, there is no desire to change 
it and there has been no effort or proposal to make any 
change but solely through a mistake in copying it from the 
old tariff it is set down higher or lower and so published in 
the re-issued tariff. 

Assume also that the rate clerk, taking it for granted 
that the rate is shown in the new tariff correctly, does not 
check the rates in the re-issued tariff and continues to charge 
the rate which has been used for years until after some time 
the error is discovered. What is the status of such a situation? 
Is the shipper in position to make claim for over-charge or 
carrier for undercharge, taking into consideration the fact that 
the change in rate was due to an error in copying and not 
the customary procedure for the changing of rates. 

A specific example of the circumstances is that there is, 
let us say, a commodity rate in effect on a certain article 
between two points. This rate has been the same for many 
years. In reissuing the commodity tariff, the old rate which 
was, say, 80 cents is put down through error at, say, 75 cents, 
the compiler having read a rate on the wrong line or column. 
The rate is shown in the new tariff as 75 cents, while the rate 
clerk continues to bill at 80 cents after the effective date 
until in checking some other rate he sees the error. Since 
the 75 cents has been shown entirely through an error or 
carelessness, what effect does this have on past charges as 
the 80 cents rate? 

Answer: With respect to this question, see the decision 
in Penn Oil Co. vs. Atchison, T. & S. F. Ry. Co., 188 I. C. C. 
351, in which the Commission said: 

Contemporaneously, rates of 36.5 cents applied from Drumright and 
points grouped therewith to points located both north and south of 
Green Ridge. From points in Kansas Group 2, rates of 36.5 cents were 
also applicable to such points, including Green Ridge. The establish- 
ment of the 26.5 cent rate from Oklahoma Group 3 to Green Ridge was 
unquestionably caused through typographical error. It is well settled 
that there can be no deviation from an established rate, even though 
the tariff contains a plain clerical error. Davis vs. Portland Seed Co., 
264 U. S. 403. Any other course would open the door to discrimination. 


All of the above rates, except those from East St. Louis and Green 
Ridge, were published in the same tariff. 


See, also, the decision in Ryan Co. vs. Missouri Pac. R. Co., 
Ra £..C. 'C.. Sas. 


Damages—Deduction of Cash Discount 


New York.—Question: Do you know of any court decisions 
dealing with the question as to whether the railroads are 
entitled to cash discounts which the shipper or consignee re- 
ceives for paying the supplier’s invoice within a certain time; 
generally within ten days? 

We ask this question because, as you know, while the manu- 
facturer’s bills have to be paid within the discount period in 
order for the buyer to get the benefit of such discount, the 
railroads, in connection with claims for loss and damage, de- 
mand that this discount be allowed on claims, although, pay- 
ment of claim, rarely, if indeed ever, is made by the carriers 
until months after same has been filed. 


Perhaps the amount involved are never large enough to 
quarrel about, but we were wondering if you knew of any 
case where the court decided this feature. 

Answer: Ordinarily the measure of damages for loss of 
or injury to goods is the market value at point of destination, 
less freight charges if not paid. In numerous cases this prin- 
ciple is laid down, among which are the following: Y. & M. V. 
R. Co. vs. Shell, 265 S. W. 758; Zimmers vs. So. Ry., 92 Sou. 
437; Liberty Sales Co. vs. Director-General, 198 N. Y. S. 253; 
Orange National Bank vs. Sou. Pac. Co., 110 Sou. 329; Waters 
vs. Beckers, 186 N. W. 167; Forest Green Farmers Electric 
Co. vs. Davis, 270 S. W. 394. 

Damages for loss of goods in transit are to be computed 
at the time and place of delivery and not at time and place of 
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shipment. Leominster Fuel Co. vs. N. Y. N. H. & H,, ty} that th 
N. E. 831; G. C. & S. F. vs. Buckholts State Bank, 258 Sq} car unl 
491; Y. & M. V. vs. Delta Groc., 98 Sou. 777; Heidritter Lup, in whic 
ber Co. vs. C. R. R. of N. J., 122 Atl. 691; Crail vs. Ill. Cen fare ass4 
12 Fed. 2d 459. W 

The invoice price, where there is an established mark§ cate on 
value at point of destination, may not be used to measure ti to full 
carrier’s liability under the decisions in the following case§ on the 
Y. & M. V. R. Co. vs. Delta Groc. Co., 98 Sou. 777; L. & N. p§ due to 
Co. vs. Shaeffer, 280 S. W. 974; Hatch vs. N. Y. C., 203 N. Y,¢ Ans 
807; King vs. G. H. & S. A. Ry. Co., 379 S. W. 491; P. & S FH to the s 
R. Co. vs. Shell, 265 S. W. 758. which 4 

The invoice price, however, is some evidence of marke the bill 
value, but does not, in itself, constitute market value. Sg js conta 
M. & M. Transp. Co. vs. Branch, 282 Fed. 494; Smith vs. L, ¢} there is 
N. R. Co., 209 N. W. 465; Kuney vs. C. & N. W. Ry. Co., 107 If 




















N. W. 708; Collins & G. R. Co. vs. Beasley, 136 S. E. 167. } shipper 
Feelyater vs. C. M. & St. P., 190 N. W. 193; The Cabo Villano } full vis 
18 Fed. 2d 220; Southern Ry. Co. vs. North Western Fryj } of the 
Exchange, 98 Sou. 382; A. C. L. R. Co. vs. Stovall-Pate (Co, | which 5 


118 S. W. 68; The Asuarca, 13 Fed. 2d 222; N. Y. P. & NR Th 
Co. vs. Bundick-Taylor-Corbin-Handy Co., 122 S. E. 261; Davis | lected i 


vs. Zimmern, 99 Sou. 307. nationa 

In the voluntary settlement of claims the invoice price js 1. C. ¢ 
a convenient basis for determining the amount of the claim § United 
nor can we locate any cases in which the matter of a cash § Ry. Co 
discount was involved. Commi 

The invoice price without deduction of the cash discount § No. 46+ 
is what the shipper is entitled to, unless the condition under § for OVE 
which it is made, namely, payment within the stipulated time } lected: 
has been fulfilled by the purchaser. This for the reason that | Docket 
the invoice price based upon a cash payment, or a payment § nothin: 


within thirty days or less, is a price separate and distinct from In 


one which contemplates the extention of credit for a longer § said th 
period of time, and the carriers should recognize this fact | claima 
in settling claims for loss or damage. aye 
$0 
Demurrage—Average Agreement—Weather Interference within 
Minnesota.—Question: We would like to ask the following ] it ma 
question: usage, 
Company ‘A’, located in a small town in North Dakota, } accrue 


unloads coal from a spur track. A three day blizzard blocked 
the road and spur track, preventing both car set and approach 
and highway approach. The local railroad agent sustained R : 
the contention that a blizzard constituted ‘an act of God’ al 
and did not assess demurrage charges. The Western Weighing C 
and Inspection Bureau reversed the decision on the basis that 


average agreement credits should have been accumulated to ros 
take cars of a situation such as this. 8.9" 
What is your opinion of the legality of the assessment of } py th 
the demurrage charge ? Assoc 
Answer: Section A-1 of Rule 8 of the demurrage rules q 
published in Agent Jones’ Tariff No. 3722 provides that when J jag | 
the condition of the weather during any part of the prescribed ] 9993 
free time (or the adjusted free time provided for in Section B perio 
of this rule) is such as to make it impossible to work at loading ] 
or unloading, or impossible to place freight in cars or move } rty 
it from cars without serious injury to the freight, or when ] yi, 
because of high water or snow drifts (See Note 1) it is im- ] ogo 
possible during the prescribed free time to get to the cars for 
loading or unloading, the free time will be extended until 4 J joo, 
total of forty-eight (48) hours (ninety-six (96) hours on Cals § taxes 
subject to Rule 8, Section A, Paragraph 2) free from such § Prop 
interference shall have been allowed. the t 


Note 1 of Section A-1 of Rule 8 provides that the extension 1 
of free time on account of high water or snow drifts shall 





apply to other-than-public delivery tracks only where there is ” 
disability of the railroad. 962, 2 
Section E of Rule 9, the average agreement rule, states that J iner 
a party who enters into this agreement shall not be entitled 1943, 
to cancellation or refund of demurrage charges under Section A, } corr 
Paragraph 1 of Rule 8, referred to above. |. es 
It appears that the demurrage accrued through disability } ye 
on the part of the carrier, but an average agreement does nol | ron 
include such cars. 1942 
Tariff Interpretation—Minimum Weight " 
Tennessee.—Question: We would like to be advised, with § in 
any decisions on the question of obligation and responsibility a 
of shipper and carrier on the following matter: oe, Co 
Traffic moving in open top equipment loaded to full visible 
or cubical capacity, is tendered to carrier without proper bill i 
of lading endorsement and without weight shown thereon }s 
weighed over track scales at first weighing point, in the instant | ,,, 
case at point of origin, the actual weight being less than the Fo guy 


marked capacity of the car in which loaded. Charges are a 
sessed and collected on basis of the marked capacity of he 
car and overcharge is claimed. The applicable tariff provides § ,. 
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that the minimum weight shall be the marked capacity of the 
car unless the car is loaded to full visible or cubical capacity, 
in which case the latter shall be the basis on which charges 
are assessed and collected. ; 

What obligation, if any, is attached to the shipper to indi- 
cate on its shipping instructions the fact that the car is loaded 
to full visible or cubical capacity and is there any obligation 
on the part of the carrier to allow interest on the overcharge 
que to this failure on the part of the shipper. 

Answer: Unless the tariff publishing the rate applicable 
0 the shipment contains a provision or is governed by a tariff 
which contains a provision requiring the shipper to note on 
the bill of lading the fact that the car in which the shipment 
is contained has been loaded to full visible or cubical capacity, 
there is no obligation on the part of the shipper to do so. 

If there is no tariff requirement for a notation by the 
shipper on the bill of lading that the car had been loaded to 
full visible capacity, the collection of charges on the _ basis 
of the marked capacity of the car resulted in an overcharge, 
which should be refunded. 

That interest is recoverable where an overcharge is col- 
lected is apparent from the decision of the Commission in Inter- 
national Lumber Co. vs. Canadian Northern Railway Co., 40 
LC. C. 283, and the decision of the Supreme Court of the 
United States in Arkadelphia Milling Co. vs. St. Louis, S. F. 
Ry. Co., 249 U. S. 134, 38 S. Ct. 237. In the former case the 
Commission said that it had declared in Conference Ruling 
No. 464 that carriers should pay interest on all unsettled claims 
for overcharges from the date the charges are improperly col- 
lected; that in Scattergood & Co. vs. L. S. & M. S. Ry. Co., 
Docket No. 6538, unreported, it had applied the ruling and that 
nothing in evidence called for any different action in this case. 

In Conference Ruling 489, since rescinded, the Commission 
said that the Commission does not regard it as unlawful for a 
claimant to accept in satisfaction of his claim the ascertained 
amount of an overcharge without interest; and the Commission 
is of the opinion that when such a refund is made by the carrier 
within 30 days after the improper collection of the overcharge, 
it may be regarded, in accordance with a_ well-established 
usage, aS a cash transaction, upon which interest does not 
accrue. 

We are not aware of further ruling in the matter. 





Railroad Earnings 


Class I railroads of the United States in the four months 
ended April 30, 1943, had a net railway operating income, be- 
fore interest and rentals, of $468,119,128, compared with $323,- 
278,277 in the same period of 1942, according to reports filed 
by the carriers with the Bureau of Railway Economics of the 
Association of American Railroads. 

Those same railroads in the first four months of this year 
had an estimated net income, after interest and rentals, of 


$293,700,000 compared with $149,419,932 in the corresponding 
period of 1942. 


In the twelve months ended April 30, 1943, the rate of 
return on property investment averaged 6.01 per cent compared 
with the rate of return of 4.02 per cent for the twelve months 
ended April 30, 1942, says the Association, adding: 

The earnings reported above as net railway operating income, rep- 
resent the amount left after the payment of operating expenses and 
taxes, but before interest, rentals and other fixed charges are paid. 
Property investment is the value of road and equipment as shown by 
the books of the railways including materials, supplies, and cash. 

This compilation as to earnings for the four months of 1943 is based 
— from all Class I railroads, representing a total of 229,548 
miles, 

Total operating revenues in the four months of 1943 totaled $2,839,- 
92,269 compared with $2,056,007,812 in the same period of 1942, or an 
Increase of 38.1 per cent. Operating expenses in the four months of 
1943, amounted to $1,724,252,157 compared with $1,403,342,538 in the 
corresponding period of 1942, or an increase of 22.9 per cent. 

Class I railroads in the four months of 1943 paid $585,525,209 in 
laxes, compared with $277,602,797 in the same period in 1942. For the 
month of April alone, the tax bill of the Class I railroads amounted to 
i an increase of $74,273,389 or 83.4 per cent above April, 

Twenty Class I railroads failed to earn interest and rentals in the 

four months of 1943, of which nine were in the Eastern District, two 
Inthe Southern Region, and nine in the Western District. 
__ Class I railroads in April, 1943, had an estimated net income, after 
Interest and rentals, of $83,400,000 compared with $57,889,702 in April, 
1942, Those same roads in April of this year, had a net railway oper- 
ating income, before interest and rentals, of $127,059,362 compared with 
4 net railway operating income of $101,596,294 in April, 1942. 

Operating revenues for the month of April totaled $748,797,981 com- 
bared with $572,530,915 in April, 1942, while operating expenses totaled 
$442,148 637 compared with $366,755,740 in the same month in 1942. 

Eastern District 


: Class I railroads in the eastern district in the four months of this 
Hoy had an estimated net income, after interest and rentals, of $114,- 
000 compared with $67,095,871 in the same period last year. 
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Those same roads in the four months of 1943 had a net railway oper- 
ating income, before interest and rentals, of $183,028,579 compared with 
$135,536,240 in the same period in 1942. 

Operating revenues of the Class I railroads in the eastern district 
in the four months of 1943 totaled $1,265,411,137, an increase of 27.4 
per cent compared with the same period in 1942, while operating ex- 
penses totaled $819,277,814 an increase of 18.9 per cent above 1942. 

Class I railroads in the eastern district for the month of April alone 
had an estimated net income, after interest and rentals of $36,700,000 
compared with $29,621,087 in April, 1942. Net railway operating in- 
come, before interest and rentals, in April amounted to $53,828,975 
compared with $46,902,641 in April, 1942. 

Southern Region 

Class I railroads in the southern region in the four months of this 
year had an estimated net income, after interest and rentals, of $54,- 
800,000 compared with $32,736,346 in the same period last year. 

Those same roads in the four months of 1943 had a net railway 
operating income, before interest and rentals of $76,670,172 compared 
with $55,161,353 in the same period of 1942. 

Operating revenues of the Class I railroads in the southern region 
in the four months of 1943 totaled $430,838,362, an increase of 47.7 per 
cent compared with the same period of 1942, while operating expenses 
totaled $237,071,056 an increase of 24.7 per cent above 1942. 

Class I railroads in the southern region for the month of Apfil 
alone had an estimated net income, after interest and rentals of $12,- 
400,000 compared with $10,392,333 in April, 1942. Net railway operating 
income, before interest and rentals, in April amounted to $18,414,126 
compared with $16,318,533 in April, 1942. 

Western District 

Class I railroads in the western district in the four months of this 
year had an estimated net income, after interest and rentals of $124,- 
000,000 compared with $49,587,715 in the same period last year. 

Those same roads in the four months of 1943 had a net railway 
operating income, before interest and rentals, of $208,420,377 compared 
with $132,580,684 in the same period in 1942. 

Operating revenues of the Class I railroads in the western district 
in the four months of 1943 totaled $1,143,712,770, an increase of 48.4 
per cent compared with the same period in 1942, while operating ex- 
penses totaled $667,903,297, an increase of 27.4 per cent above 1942. 

Class I railroads in the western district for the month of April 
alone had an estimated net income, after interest and rentals, of $34,- 
300,000 compared with $17,876,282 in April, 1942. Net railway operating 
income, before interest and rentals, in April amounted to $54,816,261 
compared with $38,375,120 in April, 1942. 


Western Commissioner Agreement 


What were regarded as implications in testimony of James 
E. Kilday, special assistant to the Attorney General, before the 
Senate interstate commerce committee at hearings on S. 942, 
the Wheeler bill to regulate rate bureaus, that the rate phase 
of the agreement among the western railroads under which a 
commissioner was appointed had been kept secret, are, some 
think, not borne out by facts (see Traffic World, May 29, 
p. 1275). 


When the appointment of the late H. G. Taylor to the 
newly created post of commissioner of the western railroads 
was announced by Carl R. Gray, at Chicago, November 28, 
1932, he said the commissioner’s duties were “clearly defined 
in an agreement which has been executed by all western rail- 
roads,” and that those duties were “principally in connection 
with securing cooperative action between the various lines in 
matters of rates and train schedules.” He deprecated the ‘“un- 
fortunate appellation of czar,’’ which, he said, had been used 
frequently while the plan was under consideration. It would 
be impossible to have a czar in the railroad field, he said, 
because “no railroad management can legally or morally divest 
itself of ultimate freedom of action.’”’ Nothing of that kind was 
contemplated, said he, adding: 


“The commissioner, in his neutral position, can, and un- 
doubtedly will, bring into each situation, as it arises, a con- 
sideration divested of individual bias, and, for that reason, can 
contribute greatly to a disposition fair to all parties and the 
public alike.” 


In printing the announcement, the Traffic World, Decem- 
ber 3, 1932, said that “Mr. Gray was unwilling to make any 
elaboration of the formal announcement as to the duties of the 
new commissioner,” and that “he would go no farther than to 
say that the office was created to assist in conserving net 
revenues of all carriers.” 


STEEL SHIPPING DRUMS 


The War Producticn Board has issued a statement setting 
forth correct procedure to be followed by users of new steel 
shipping drums to obtain a preference rating required prior to 
submitting application on Form PD-835 for authorization to 
purchase such drums. It said users who now had a preference 
rating should make application for authorization to purchase 
new steel drums on Form PD-835. The statement sets forth 
various steps to be taken to obtain preference ratings. 
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Ship Construction Program 


Rear Admiral Howard L. Vickery, vice chairman of the 
Maritime Commission, in charge of ship production, said at a 
press conference June 1 that United States ship yards produced 
an all-time high record of 175 completed vessels in May, ag- 
gregating 1,782,000 dead weight tons. 

He said the ship yards of the country had passed the five- 
ships-a-day mark and soon would be delivering six ships every 
day for prosecution of the war against the enemy. He noted a 
statement of James F. Byrnes, director of the newly-created 
Office of War Mobilization, made in a radio broadcast May 31, 
that the country was building merchant ships four times as 
fast as they were being sunk, and said, ‘‘we are doing better 
than that.” 

Admiral Vickery said that at the present construction rate, 
better than 20,000 tons of merchant shipping would be delivered 
in the course of the year. He disclosed that dry cargo fleet 
building had exceeded sinkings in every respect since August, 
for the United Nations as a whole, and said that tanker ton- 
nage construction had been gaining. 

Merchant ship construction in May brought the total thus 
far in 1943 to 711 ships, aggregating 7,142,122 dead weight 
tons, said he. 

In March, 146 vessels, aggregating 1,513,244 dead weight 
tons, were delivered, while in April, 157 vessels, aggregating 
1,603,307 dead weight tons, were delivered. 

In connection with the progress made in construction of 
Liberty ships for the commission, Admiral Vickery announced 
that the rate of progression had increased from two ships in 
December, 1941, to 120 in May, 1943, while the average num- 
ber of days for these periods from keel laying to delivery had 
decreased from 235 to 56.7. 

In May, west coast yards delivered 83 vessels, aggregating 
812,500 dead weight tons; east coast yards, 54 vessels, aggregat- 
ing 631,400 dead weight tons; Gulf coast yards, 24 vessels, 
aggregating 257,300 dead weight tons; and Great Lakes yards, 
14 vessels, aggregating 80,800 dead weight tons. The largest 
number of ships delivered in May came from the Bethlehem- 
Fairfield and California yards, each delivering 18 EC2 cargo 
vessels, with the Oregon ship yard following with delivery of 
17 EC2 cargo vessels, said he. 


Admiral Vickery pointed out that the 1,000th Liberty ship 
went to sea May 29, and said that Victory ships would start 
coming off the line next month. The first two yards to deliver 
would be Oregon and California, he’ said, adding that next 
year between 400 and 500 Victory ships would be built. He 
said that these ships might be operated by operators in com- 
mercial trades after the war, pointing out, however, that they 
were of the Maritime Commission design. Admiral Vickery 
also stated that the first concrete barge had arrived in the 
South Pacific, and it was expected to have them operating in 
the Atlantic within three months. He said that all the yards 
except one tug yard in Boston had delivered into the ship con- 
struction program, pointing out that that yard, though it had 
been in for over a year, hadn’t delivered a tug. 

Admiral Vickery’s press conference was attended by the 
holder of the national women’s welding championship, Miss 
Vera Anderson, of the Ingalls Ship Building Corporation, of 
Pascagoula, Miss., and the runner-up, Mrs. Hermina Strmiska, 
of the Oregon Ship Building Corporation, Portland, Ore., a 
subsidiary of the Henry Kaiser Corporation. He praised the 
women for their work, said they inspired male employes to do 
better work, and said it was expected that, in the future, ship 
yard employment would be 35 per cent women. He pointed 
out that the Kaiser yards presently employed 17.8 per cent 
women, while the Ingalls yard employed 8 per cent. In an- 
swer to a comment on the non-masculine appearance of Miss 
Anderson and Mrs. Strimiska, Admiral Vickery said that weld- 
ing required speed and precision, rather than strength, and 
that he thought it would be conceded that welding was not as 
hard as housework. 


FUNDS FOR PLANNING BOARD 


In a debate that preceded the adoption by the Senate of 
a Senate appropriations committee amendment to the inde- 
pendent offices appropriation bill, H. R. 1762, providing $200,- 
000 for the National Resources Planning Board, and rejection 
by the Senate of a motion by Senator McKellar, of Tennessee, 
to substitute $534,000 for the amount provided in the commit- 
tee amendment, Senator Taft, of Ohio, and several other sen- 
ators assailed the activities of the board generally and the 
board’s reports on post-war planning in particular. 

“In February, 1940, we discussed the appropriation for the 
board, and about all the board said it was going to do was to 
inaugurate a study of national relief policy and a study of 
transportation,” said Senator Taft. 
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He added that “the general method pursued by the boar 
in its reports is to state broad ideals with which no one wou) 
disagree as general objectives of public policy, then to belittl 
all past efforts to reach those ideals, and finally to promise 
the American people that the reaching of those ideals is , 
simple matter if we merely follow the methods proposed by the 
National Resources Planning Board. The actual methods pre. 
sented are vague and indefinite. . . . The difficulties of cay. 
rying out the proposals are never mentioned, and the unforty. 
nate results of abandoning certain basic American principle 
are completely disregarded.” 


Senator McKellar read a letter, dated Feb. 22, 1943, ag. 
dressed to Chairman Delano of the N. R. P. B. by Colone| 





Frederick C. Horning, of the Office of the Chief of Transporta.| te 
tion, Services of Supply (now Army Service Forces), War De. 
partment. He stressed a statement by Colonel Horning, in that Th 
letter, expressing appreciation for “the help which the Nationa] officers 
Resources Planning Board has been able to give the Highway | purlin: 
Division during the past year in pointing out the nature of the freight 
difficult problems with which we were to be faced as the war secreté 
progressed, and in helping me and my staff to formulate the | feld, ' 
ways and means by which the War Department could mitigate picnics 
the seriousness of these problems.” Senator Overton, of Louisi- generé 
ana, observed that the writer had not undertaken to say spe. | comm 
cifically what the board had done. two gi 
After remarking that if the government entered into indus. | ment 
try either by itself or in partnership with industry, competition | Augus 
would soon cease and private enterprise would vanish from } nation 
industry, Senator Taft called attention to the board’s report | playin 
on transportation. numb 
“Anyone who will read the report on transportation, which wartit 
is very voluminous,” he said, “must come to the conclusion that | the st 
the idea is for government operation of railroads, the govern- 
ment taking over all the elements of transportation. It is sug- J 
gested—at least there is the hint—that it should run bus lines, Traffi 


and develop the highways and use them for that purpose, and 
the hint at least that it should run all the air lines and that 
they should be coordinated into one grand operation. Of course, 
they recommend public ownership of power, but that is not 
any longer an extreme step.” 


P. O. REVENUES EXCEED EXPENSES 


“For the first time in twenty-four years, postal expend- 
itures have been held within revenues during the first ten 
months of the current fiscal year,” Postmaster General Frank 
C. Walker announced May 31. “Revenues are about $5,000,000 
more than expenditures. 


“This record was achieved in spite of the delivery of huge 
volumes of postage-free mail for members of the armed forces 
and for government agencies whose mailings have increased 
tremendously under the necessities of war; and in the face of 
payment of about $35,000,000 additional for increased postal 
salaries in recent months. 








“Unaudited figures for the ten months show postal rev- | “84 
enues of $800,435,357 and expenditures of $795,407,897. The | P'S 
postal deficiency for fiscal year 1941 was $24,314,452 and for 
1942 it was $11,825,185. Ore 

“April revenues increased about $12,000,000, or 17 per ledg 
cent, over those of April, 1942. Sales of stamps during that | Jp; 
month at the 187 largest post offices were 22 per cent larger resp 
than a year ago; at about 5,000 of the next largest offices, 29 | par 


per cent; at the next largest 10,000 offices, 22 per cent; and at 
the 27,000 smallest offices, 24 per cent. Percentage increases 
in special services were: money orders issued, 14 per cent; spe- 
cial delivery, 14; paid registry, 15; insured, 45; c. o. d., 20. 
There also were increases of 13 per cent in sacks of parcel 
post, and of 21 per cent in parcel post pieces dispatched out- 
side sacks.” 


FREE PORTFOLIO OF FORMS 


Milbin Printing Company, New York, is distributing to 
carriers who ask for it a portfolio of over 30 printed forms, 
keyed to the idea that the success of the motor carrier can be 
no greater than the efficiency of the forms he uses to speed 
up his operations. Accordingly, each of these forms has been 
planned and printed under the guidance of successful operators, 
it is stated. There are forms to expedite matters in the offices, 
in the terminals, on the truck, and among all three. There 
are standard claim forms, necessary record forms, and others 
that the carriers need to meet State regulatory commission 
requirements. The portfolio is neatly compiled in a standard 
letter-size filing folder containing a sample of the many forms 
and attached to each is an explanation of the form, plus the 
prices in various quantities. 
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June 5, 1943 


Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WoRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed,—EHditor THE TRAFFIC WoRLD. 










The Traffic Club of Minneapolis has elected the following 
officers: President, Spencer L. Parker, general agent, Chicago, 
Burlington and Quincy; vice-president, P. Frank Gill, traveling 
freight agent, Ann Arbor Railroad; treasurer, E. S. Everts, 
secretary, Midwest Oil Company; secretary, Harold L. North- 
field, vice-president, L. W. Northfield Company. The annual 
picnics will be held at Columbia Park June 12. W. E. Fife is 
general chairman of the committees on arrangements. The golf 
committee, L. L. Newell, chairman, has announced that only 
two golf outings will be held this year—an inter-city tourna- 
ment at Midland Hills in July and the annual tournament in 
August at a place to be announced later. In addition, an elimi- 
nation tournament will be held in the summer, with contestants 
playing matches at their convenience. The committee said the 
number of golf outings had been reduced because of the heavy 
wartime duties of club members, gas and food rationing, and 
the shortage of manpower. 




























John O. Younger, new president of the Oklahoma City 
Traffic Club, has spent his entire working career with the Chi- 
cago, Rock Island and Pacific. He en- 

oe a 








tered the service of that railroad in 
1913 as a mfessenger boy at Memphis, 
Tenn. He had been educated in that 
city, though born in Arkansas. Until 
1920, he held various positions in the 
Memphis local freight office. In that 
year he was transferred to the traffic 
department. Four years later he was 
appointed traveling freight and passen- 
ger agent at Atlanta, Ga. In 1929 he 
was made general agent at Winston- 
Salem, N. C. In 1937 he was promoted 
to be commercial agent at Little Rock, 
Ark., and two years later was sent to 
«¢ New Orleans, La., as general agent. 
é In March, 1941, he was made assistant 
general freight agent at Oklahoma 
City, the position he now holds. While 
: at Winston-Salem he was active in the 
organization of the Winston-Salem Traffic Club. He served as 
president of it in 1936. 




































The Woman’s Traffic and Transportation Club of Portland, 
Ore, has elected the following officers: President, Edna Rut- 
ledge; first vice-president, Marie Haney; second vice-president, 
Irma Thomas; recording secretary, Elizabeth Schwedler; cor- 


“sama secretary, Hazel Whitehouse; treasurer, Florence 
arkKer, 




















_ The Traffic and Transportation Club of Philadelphia, at 
its annual meeting May 25, elected the following officers: Pres- 
ident, N. R. Elliott, commercial agent, Pyramid Motor Freight 
Corporation; vice-president, Alexander Mushala, commercial 
agent, Pennsylvania Railroad; treasurer, Benjamin K. French, 
manager, Castle and Overton; secretary, Edward B. Morris, 
commercial agent, Davidson Transfer and Storage Company. 


















The Traffic Club of Newark, N. J., will hold a fathers’, 
sons’ and daughters’ night meeting June 7. The annual outing 
will be held at the Rock Springs Country Club, West Orange, 
N. J., September 16. Plans to hold a golf outing in June have 


F en abandoned because of government restrictions on pleasure 
riving. 











The Milwaukee Traffic Club will hold a golf outing at the 


penne) Country Club June 16. Luncheon and dinner will 
served. 













The Charlotte, N. C., Traffic and Transportation Club 
elected the following officers at the annual dinner meeting May 
2: President, W. E. King, secretary, F. and R. Coal and Oil 
mpany; first vice-president, E. E. Baker; second vice-pres- 
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ident, P. H. Dowdell; members, board of governors, C. C. 
Martin, Porter Winbish, J. L. Dew, W. A. Schreiber, S. P. Shaw, 
and E. L. Roberson. There was a program of songs by Railway 
Express Agency employes. 





R. E. Fisher, vice-president in charge of public relations 
and sales, Pacific Gas and Electric Company, and chairman, 
post-war planning committee, San Francisco Chamber of Com- 
merce, spoke at an industrial night dinner meeting of the Pacific 
Traffic Association of San Francisco June 3. 





The board of governors of the Traffic Club of New Orleans 
has adopted a resolution expressing opposition to bills pending 
in the House of Representatives which, if enacted, would re- 
strict practice before the Commission, Maritime Commission, 
and other federal regulatory podies, to attorneys at law. 





The Transportation Club of Springfield, Ill., will hold its 
annual summer outing at Fishers Inn June 10. Card games, 
checkers, horse shoes, and softball will be played, and dinner 
will be served. The outing will conclude the club’s activities 
for the summer season. 





The Indianapolis, Ind., Traffic Club will hold a golf tourna- 
ment at the Speedway Golf Course June 10. Dinner will be 
served. 





The Motor City Traffic Club of Detroit will hold a basket 
picnic at Bob-Lo Island in the Detroit River June 20. The out- 
ing will include a 90-minute boat ride. R. C. Van Riper, 
Chrysler Corporation, is chairman of the cruise committee. 





George D. Truesdale, general passenger agent, Illinois 
Central, Chicago, will speak at a passenger department night 
dinner meeting of the Transportation Club of Decatur, II1., 
June 8. 





The York, Pa., Traffic Club has canceled its plans to hold 
an annual outing June 17. The cancellation was caused by the 
ban on pleasure driving in the east. The next regular meeting 
will be held September 9. 

The Women’s Traffic Club of Philadelphia will hold it 
annual eleciion meeting June 8. Dinner will be served. 








The Traffic Club of Wichita, Kans., will hold its annual 
spring outing at the Westlinks Golf Club June 10. Golf will be 
played in the afternoon, and a picnic will be held in the evening. 





The executive committee of the Junior Traffic Club of 
Chicago has elected W. O. Davies, assistant chief clerk to the 
division freight agent, New York Central, to fill the unexpired 
term on the board of directors of H. J. Gray, who was trans- 
ferred to Memphis, Tenn., as general agent for the Erie Rail- 
road. The club’s legal and legislative committee, Paul J. 
Madquire, chairman, is offering free legal advice to the families 
of members of the club now in the armed forces. The club 
will hold a golf outing at the Tam o’ Shanter Country club 
June 24. At its meeting June 3, Major B. F. Walker, quarter- 
master corps, U. S. Army, Chicago, spoke on “The Alcan 
Highway.” He discussed trips he has made on the highway as 
liaison officer on Canadian projects supplied from the Chicago 
quartermaster depot. V. E. Gunlock, engineer of construction 
for Chicago’s Department of Subways and Superhighways, 
spoke on the “Chicago Subway System.” Following the meeting, 
members made a tour of inspection of a station of the new 
Chicago subway. 





Members of the Traffic Club of Chicago will attend a base- 
ball game between the Chicago White Sox and the Cleveland 
Indians the evening of June 18. Dinner will be served in the 
club dining room before the game. Managers Jimmy Dykes 
and Lou Boudreau and a number of the members of their teams 
will be guests. Hal Totten, sports writer and radio announcer, 
will be master of ceremonies. The affair is being arrange by the 
club’s sports and pastimes committee, J. B. Davies, chairman. 





Motion pictures of the bombing of Tokyo, the Battle of the 
Bismark Sea and of the fighting in Tunisia will be shown at a 
luncheon meeting of the Los Angeles Transportation Club June 7. 


U. S. NAVIGATION RESTRICTIONS 
Secretary Knox, of the Navy Department, has issued sev- 
eral amendments to the regulations relating to the control of 
vessels in the navigable waters of the United States, including 
restrictions on anchorage and vessel operations in areas desig- 
nated in the amendments. The amendments were published in 
the May 29 issue of the Federal Register. 






























































































Docket of the Commission 





NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WoRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


June 7—Bay City, Mich.—U. S. Ct.—Examiner Sullivan: 
Finance 14135—Application of Detroit & Mackinac for abandonment 
of line from National City to Prescott, Mich. 


June 7—Chicago, ill.—Hotel Sherman—Examiner Parker: 

Ex Parte MC 19—Practices of common carriers of household goods. 
June 7—Syracuse, N. Y.—U. S. Ct.—Examiner Clifford: 

MC F-2133—W. J. O’Neill, control, Moore Northern Haulers, Inc. 


MC F-2148—Ontario Freight Lines Corp., lease, Onondaga Freight 
Corp. 


June 7—Brooklyn, N. Y¥Y.—St. George Hotel—Examiner Alvord: 


MC 36997 Sub. 2—B. & Z. Express Co., West New York, N. J., cer- 
tificate to extend operations. 


June 7—Chicago, I!!|.—Sherman Hotel—Examiner McGrath: 
i. & S. 5207—Fruits and vegetables, south Illinois to Chicago. 
June 7—Chicago, til.—Hotel Morrison—Examiner Haden: 

MC C-362—Freight Forwarders Institute vs. Transamerican Freight 
Lines, Inc. 

June 7—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 57: 

MC 17791 Sub. 1—Franko Bros., Inc., Dearborn, Mich., certificate to 
extend operations. 

June 7—Detroit, Mich.—Hotel Fort Shelby—Examiner Dunn: 

MC 39723 Sub. 1—F. Heisler, Willard, Ohio, extend operations. 

June 7—Indianapolis, Ind.—U. S. Ct.—Examiner Stiles: 
28960 Sub. 1—American Agricultural Chemical Co. vs. A. & R. et al. 
28960—Diamond Fertilizer Co. et al. vs. A. & R. et al. 

June 7—Kansas City, Mo.—Hotel Pickwick—Examiner Dillon: 

1. & S. M-2154—Minimum rate restrictions to, from, within southwest. 

|. & S. M-2158—Class rate minima in central and western states. 

1. & S. M-2168—Ratings, rates, exceptions, to or from Kan. or Mo. 

1. & S. M-2182—Class rates and restrictions to or from western states. 

1. & S. M-2188—Dairy products, rates and restrictions, in west. 

1. & S. M-2218 and sups. 1 and 2—Rate restrictions in midwest, 

June 8—Chicago, IIl.—Morrison Hotel—Examiner Sullivan: 

Finance 14210—Application of Fort Worth Livestock Handling Co., 
for authority to lease and operate certain properties of Fort Worth 
Stock Yards Co., Fort Worth, Tex. 

Finance 14211—Application of Stockyards Service Co. for authority 
to lease and operate railroad properties of St. Joseph Stock Yards 
Co., South St. Joseph, Mo. 

June 8—Chicago, IIl.—Hotel Sherman—Examiner Dunn: 

MC C-359—Rules of Michigan and Nebraska Transit Co. 

June 8—Chicago, IIl.—Sherman Hotel—Jt. Bd. 21: 
MC 78643 Sub. 9—Hart Motor Express, Minneapolis, Minn., certificate 
to extend operations. 
June 8—Chicago—Sherman Hotel—Examiner McGrath: 
1. & S. 5220—Mineral wool, Mo., to official territory. 
June 8—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 88: 

MC 29427 Sub. 6—Southwestern Motor Carriers Corp., Oklahoma City, 

Okla., certificate to extend operations. 


June 9—Brooklyn, N. Y.—St. George Hotel—Examiner Alvord: 
MC 22622 Sub. 2—Garment Carriers, Inc., Newark, N. J., certificate 
to extend operations. 


June 9—Harrisburg, Pa.—Pub. Utility Comm.—Examiner Clifford: 
* MC F-2179—Modern Transfer Co., Inc., operation, York-Buffalo Motor 
Express, Inc. 
June 9—Milwaukee, Wis.—Hotel Schroeder—Examiner Dunn: 
MC C-354—Line Material Co. vs. Hinchcliff Motor Service, Inc., et al. 
June 9—St. Paul, Minn.—Hotel Lowry—Examiner Sullivan: 

Finance 14152—Application of Northern Pacific for a certificate per- 
mitting abandonment of branch lines extending from Rush City, 
Minn., to Grantsburg, Wis., and from Wyo. to Taylors Falls, Minn. 

June 9—Tulsa, Okla.—Mayo Hotel—Examiner Borroughs: 

MC 31748—Joe Hodges Transportation Co. and Joe Hodges Fireproof 

Warehouses, Tulsa, Okla., certificate or permit. 
June 9—Washington, D. C.—Argument: 

Finance 14025—C. St. P. M. & O. abandonment. 

* Finance 14001—C. M. St. P. & P. trustees’ abandonment. 


June 9—Washington, D. C.—Examiner Cheseldine: 

Fourth Section Appls. 15628 and 19981—Tobacco to Dallas and Fort 
Worth, Tex. 
Fourth Section Appl. 19173—Manufactured tobacco to Houston, Tex. 

June 10—Brooklyn, N. Y.—St. George Hotel—Examiner Alvord: 

MC 30653—J. Z. Motor Express, Old Greenwich, Conn. 

June 10—Chicago, 1Il.—Sherman Hotel—Examiner McGrath: 
FF-57—International Forwarding Co., Chicago, IIll., permit. 
FF-58—International Forwarding Co., Inc., New York, N. Y., permit. 
FF-59—International Carloading Co., Inc., Chicago, Ill., permit. 

June 10—Denver, Colo.—Shirley Hotel—Examiner Fuller: 

1. & S. 5212—Cement, Portland, Colo., to Ariz. and N. M. 
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June 10—Tulsa, Okla.—Mayo Hotel—Jt. Bd. 170: 
MC 34231 Sub. 1—R. Nye, Bartlesville, Okla., certificate. 
June 10—Washington, D. C.—Argument: 
28826-—-Newsprint paper, Oswego to Brooklyn, N. Y. 
Fourth Section Appl. 19782—Newsprint paper from Oswego, N. Y.,, 4 
Brooklyn, N. Y. 
June 10—Washington, D. C.—Examiner Romero: 
Finance 14191—Application of Erie for trackage rights over Lehigh 
Valley between Duryea Junction and Heidelberg Colliery, Pa, 
June 11—Albany, N. Y.—Ten Eyck Hotel—Examiner Alvord: 
MC 25562 Sub. 12—A. R. Gundry, Inc., Rochester, N. Y., certificat 
to extend operations. 


June 11—Chicago, I!l.—Hotel Morrison—Assistant Director Snow: 
FF 48—Stor Dor Forwarding Co., Chicago, Ill., permit. 
FF 51—Merchant Shippers Association, Inc., Chicago, IIl., permit 











FF 49—Westland Forwarding Co, june 1 
June 11—Chicago, IIl.—Sherman Hotel—Examiner Parker: I. 1 
MC 74721 and Sub. 1—Motor Cargo, Inc., Akron, O. a 
MC 31433 Sub. 1—The Shippers Transportation Co., Akron, O. cet 
June 11—Kansas City, Mo.—Hotel Pickwick—Examiner Dillon: MC | 
|. & S. M-2235—Minimum rate restrictions in western territory. cel 
June 11—Tulsa, Okla.—Mayo Hotel—Jt. Bd. 88: june 1 
MC 52318 Sub. 13—Luper Transportation Co. of Oklahoma, Shawnee 1 & 
Okla., certificate to extend operations. 
June 11—Tulsa, Okla.—Mayo Hotel—Examiner Borroughs: le 
MC 95945 Sub. 1 EX—Hudson Motor Supply, Henryetta, Okla., cer. 
tificate of exemption, June ° 
June 11—Washington, D. C.—Argument: MC 
Finance 1417—Deficit status of Rock Island Southern. June 
June 12—Boston, Mass.—Hotel Manger—Jt. Bd. 20: Finz 
MC 53540 Sub. 1—H. D. Kahn Transportation Co., Boston, Mass, in 
certificate to extend operations. of 
June 12—Boston, Mass.—Hotel Manger—Jt. Bd. 69: C! 
* MC 91997 Sub. 1—A. A. Pepin, Walpole, Mass., certificate to extend cc 
operations. June 
June 12—Tulsa, Okla.—Mayo Hotel—Jt. Bd. 88: MC 


MC 52339 Sub. 11—Keystone Freight Lines, Tulsa, Okla., certificate 
to extend operations. 


June 14—Amarillo, Tex.—Capitol Hotel—Jt. Bds. 170 and 210: 


Cc 

MC 95865 Sub. 1—D. & O,, Trucking and Construction Co., Pampa, " 
Tex., certificate to extend operations. June 
MC 104370—W. Hudman, Lubbock, Tex., certificate. MC 

June 14—Boston, Mass.—Hotel Manger—Examiner Alvord: June 
MC 21160 Sub. 2—Kravetz Motor Express, Chelsea, Mass. ss 

June 14—Chicago, I!l.—Hotel Morrison—Assistant Director Snow: MC 
FF 74—Trans-American Van Service, Inc., Chicago, IIll., permit. t 

June 14—Creston, la.—Fed. Bldg.—Examiner Sullivan: June 
Finance 14161—Application of C. B. & Q. for a certificate permitting MC 

abandonment of lines of railroad extending from Humeston to ( 
Clearfield and from Merle Junction to Clarinda, Ia. June 

June 14—Dallas, Tex.—Baker Hotel—Examiner Stiles: Ex 
28853—Colorado Fuel and Iron Corp. vs. A. & S. et al. ( 

June 14—Des Moines, la.—Hotel Kirkwood—Jt. Bds. 92 and 138: June 
MC 104291—J. E. Robinson, Mason City, Ia., certificate. M 
MC 61967 Sub. 1—F. Bauder, Lake City, Ia., certificate to extend | 

operations. 

June 14—Louisville, Ky.—Kentucky Hotel—Examiner Dillon: Jun 
1. & S. M-2167—Rate restrictions between central and southern states. M 
1. & S. M-2214 and ist sup.—Class rate minima between central and 

southern states. Juni 

June 14—Seattle, Wash.—Olympic Hotel—Examiner Fuller: +1, 
|. & S. 5209—Pick-up and delivery at Seattle and Tacoma. Jun 

June 14—Washington, D. C.—Examiner Berry: M 
1. & S. 5221—Fence posts in W. T. L. territory. 

June 14—Washington, D. C.—Examiner Lawton: . 

* MC C-360—Minimum class rate restrictions central and eastern states. 

* 1. & S. M-2160—Minimum class rate stops in central and eastern states. om 

June 15—Amarillo, Tex.—Capitol Hotel—Examiner Burroughs: " 
MC 4285 Sub. 1—H. I. Kendrick, Beaver, Okla., certificate. 4 

June 15—Boston, Mass.—Hotel Manger—Examiner Alvord: ‘ 


MC 59271—Boston Truck Co., Inc., Cambridge, Mass., certificate or 
permit. 


, N 
June 15—Chicago, IIl.—Sherman Hotel—Examiner McGrath: 
1. & S. 5085—Two-for-one rule, heating or cooking apparatus. 
1. & S. 5173—Stoves, east to Pacific coast. " 
June 15—Chicago, IIl.—Morrison Hotel—Examiner Trezise: 
28881—Bituminous coal rates within Il. Ju 
28888—Middle States Fuels, Inc., vs. A. T. & S. F. et al. : 
1. & S. 5139—Coal to Beloit, Wis., and northern III. Jui 
June 15—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 179: 
MC 69236 Sub. 3—Schien Truck Lines, Sedalia, Mo., certificate to 
extend operations. Ju 
June 15—Raleigh, N. C.—Sir Walter Hotel—Examiner Hanrahan: | 
MC 104194—Raleigh Furniture Storage Co., Inc., Raleigh, N. C., cel | 


tificate. 


June 15—San Francisco, Calif.—St. Francis Hotel—Examiner Linn: - 
Ex Parte MC-19—Practices of motor common carriers of househo 
goods. 


June 15—Washington, D. C.—Examiner Molster: ; a 
* Finance 13582—Application of Lake Erie, Alliance & Wheeling ane 
N. Y. C. for authority to former to acquire control of Dillonva 
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& Smithfield and merge its properties and to latter to operate said 
properties under an existing lease. 
june 16—Akron, 0O.—Mayflower Hotel—Examiner Parker: 

MC 74721 and Sub. 1—Motor Cargo, Inc., Akron, O. 

MC 31433 Sub. 1—The Shippers Transportation Co., Akron, O. 


june 16—Brooklyn, N. Y.—Hotel St. George—Examiner Rice: 
Ex Parte 104, Part 2—Practices of carriers, Standard Oil Co. of New 
Jersey allowances, 


june 16—Cape May Court House, N. J.—Fed. Bldg.—Exam. Prichard: 

Finance 14100—Application of Pa.-Reading Seashore Lines for a cer- 
tificate permitting abandonment of Stone Harbor Branch extending 
from Cape May Court House to Stone Harbor, N. J. 


june 16—Kansas City, Mo.—Hotei Pickwick—Jt. Bd. 36: 
mC 104290—H. M. Lynn, Topeka, Kan., certificate. 
june 16—Kansas City, Mo.—Hotel Pickwick—Examiner Dunn: 
|. & S. M-2223—Increased rates in Missouri. 
June 16—Montpelier, Vt.—U. S. Ct.—Jt. Bd. 116: 
MC 66562 Sub. 481—Railway Express Agency, Inc., New York, N. Y.. 
certificate to extend operations. 
MC 66562 Sub. 494—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 


june 16—Orlando, Fla.—Angebilt Hotel—Examiner Carter: 
1, & S. 5223—Citrus fruit, Fla. to southeast. 

June 16—Washington, D. C.—Argument: 

Finance 13941—Walla Walla Valley et al. abandonment. 


june 17—Albuquerque, N. M.—Hilton Hotel—Jt. Bd. 306: 
MC 104381—A. A. Harris, Farmington, N. M., certificate. 


june 17—Cape May Court House, N. J.—Fed. Bldg.—Exam. Prichard: 
Finance 14163—Application of West Jersey & Seashore and Pa.-Read- 
ing Seashore Line for abandonment by former and abandonment 
of operation by latter (1) of branch line extending from Sea Isle 
City to 51st Street in Ocean City, and (2) for latter to abandon 
connecting track between Sea Isle City and Ocean City, N. J. 


June 17—Concord, N. H.—Pub. Serv. Comm.—Examiner Alvord: 
MC 17979 Sub. 2—Martin A. Crowley, Trucking, Franklin, N. H., cer- 
tificate to extend operations. 


June 17—Detroit, Mich.—Hotel Fort Shelby—Examiner Cunningham: 
MC 54435—Michigan Motor Freight Lines, Inc., Detroit, Mich. 


June 17—High Point, N. C.—Fed. Bldg.—Examiner Hanrahan: 
MC 104349—Chafin Transfer Co., High Point, N. C., certificate. 


June 17—Wichita, Kan.—Broadview Hotel—Examiner Dunn: 

|. & S. M-2224—Commodities, Kansas to Ill., Mo. and Okla. 

mC 35803—Atherton Transfer and Storage Co., Wichita, Kan., cer- 
tificate or permit. 


June 18—Albuquerque, N. M.—Hilton Hotel—Jt. Bd. 87: 
MC 54578 Sub. 1—San Juan Basin Lines, Inc., Albuquerque, N. M., 
certificate to extend operations. 


June 18—Detroit, Mich.—Hotel Ft. Shelby—Examiner Rice: 
Ex Parte 104 Part 2—Practices of carriers affecting operating revenues 
or expenses, terminal services, Great Lakes Steel Corp. 


June 18—Hartford, Conn.—Bond Hotel—Jt. Bd. 227: 
MC 1940 Sub. 8—Trailways of New England, Inc., Springfield, Mass., 
certificate to extend operations. 












































June 18—Hartford, Conn.—Bond Hotel—Examiner Alvord: 
MC 72777 Sub. 1—Wheeler’s Express, West Haven, Conn., certificate 
to extend operations. 







June 18—Klamath Falls, Ore.—Fed. Bldg.—Examiner Fuller: 

*|, & S. 5160—Lumber transit—O. C. & E. Ry. 

June 18—Madison, Wis.—State Com.—Examiner Peterson: 

MC 44354—Ortlepp Freight Service, Chilton, Wis., certificate or per- 
mit. 

June 18—Washington, D. C.—Examiner Johnson: 

|, & S. 5224—Candles, trans-continental westbound. 

June 18—Washington, D. C.—Examiner Luce: 

* MC 102299 Sub. 2 EX—Baltimore & Annapolis R. R. Co., Baltimore, 
Md., certificate of exemption. 


June 19—Chicago, I11.—Sherman Hotel—Examiner McGrath: 
W-637—Ray Howland, contract carrier application. 

June 19—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 72: 

MC 2986 Sub. 10—Indianapolis & Southern Motor Express, Inc., Indi- 
anapolis, Ind., certificate to extend operations. 


June 19—Washington, D. C.—Examiner Johnson: 
|. & S. 5226—Transit charge, woodpulp at eastern points. 


June 21—Chicago, I11.—Sherman Hotel—Examiner McGrath: 
28965—Lifschultz Fast Freight vs. Associated Shippers, Inc. 
June 21—Chicago, I11.—Sherman Hotel—Examiner Rice: 

Ex Parte 104 Part 2—Practices of carriers affecting operating revenues 
or expenses, terminal services, Standard Oil Co. of Indiana terminal 
allowances. 

June 21—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 60: 
MC 38274—McConnell Truck Line, Defiance, O., certificate or permit. 
June 21—Hinton, W. Va.—Fed. Bldg.—Examiner Jordan: 

Finance 14130—Application of C. & O. for a certificate permitting 
abandonment of portion of its Blue Jay Subdivision extending from 
a point about 2,000 feet south of Glen Junction to a point about 
0.5 mile beyond flat, approximately 14.66 miles, all in Raleigh 
and Mercer counties, W. Va. 

~ 21—Houston, Tex.—Ben Milam Hotel—Examiner Stiles: 
F-110—Houston Shippers Assn., Houston, Tex., permit. 


































SUBSCRIBE FOR 


THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in advance of the effective dates. 





2. Advance Notice of Rate Proposals 





Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to give public notice of 
all proposals received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 





Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads, motor carriers, and 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two regulatory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 


4. Advance Information of Classification 


Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of charge the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 





5. Other Essential Rate Information 





Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned and express 
tariffs. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$6.25 for a trial three months’ subscription teday. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 












































































































With the increased regulation of the transportation in- 
dustry by the government, traffic men—carriers, shippers 
and consignees—are continuously running into new prob- 
lems. This has created a real need for a reference book 
that gives information about the regulatory laws, about 
court decisions that interpret these laws, about the com- 
missions and their personnel that administer the laws and 
about the men who practice before these bodies. It is to 
meet this need that the NATIONAL GUIDE OF ATTOR- 
NEYS AND PRACTITIONERS has been published. 


WHAT IT CONTAINS 


Attorneys: Geographical list of counsel before Federal 
and State Administrative Tribunals, the Interstate Com- 
merce Commission and the Maritime Commission. 

Practitioners: Geographical list of Practitioners before 
the Interstate Commerce Commission and the Maritime 
Commission. 

Legal Staff of Carriers: Attorneys on the staff of the 
railroads and motor lines. 

Biographical Data: Counsel specializing in practice be- 
fore federal and state administrative tribunals. 

Regulatory Commissions: State and Federal regulatory 
boards and commissions with members. Regional offices, 
District Directors. Members of the House and the Senate 
Committees on Interstate Commerce. 

State Transportation Laws: Digest of state laws affect- 
ag wie and air transportation. 

igest of Court Decisions: Important Shipping, Loss and 
Damage, and Miscellaneous Court decisions on traffic. 

Questions and Answers: Authoritative answers to 151 

traffic questions. 


BACKED BY 35 YEARS' EXPERIENCE 


The new NATIONAL GUIDE OF ATTORNEYS AND 
PRACTITIONERS is published by TRAFFIC SERVICE 
CORPORATION, which has had 35 years’ experience in 
the traffic field as publishers of TRAFFIC WORLD and 
associated publications. This is your assurance that the 
GUIDE is accurate, practical and authoritative. 


SPECIAL FREE EXAMINATION OFFER 


Without any cost or obligation on your part we will be 

lad to send you, postpaid, a copy of the NATIONAL 

UIDE which was published in mid-1942 and a FREE 
copy of the new 24-page SUPPLEMENT that has just been 
published to bring it up to date. Get a copy of the GUIDE 
and examine it—use it—and then decide for yourself just 
how valuable it is. If after using it you decide you want 
to keep it approve our invoice for $5.00—just half the 
regular price. However, if, for any reason, you are not 
satisfied return them and that will end the matter. 


TRAFFIC SERVICE CORPORATION 
418 South Market Street, Chicago 









SARACEN NE SAE IN POSITS E LEST IE EMILE TENE OS Ey 


MC C-368, S. Goldberg & Co., Inc., Hackensack, N. J., vs. New Eng. 


No. 


No. 28981, 


MC C-367, Sherwin-Williams Co., 











Digest of New Complaints 







land Carrier Corp., Paterson, N. J. 

Rates on rayon and cotton plush in the original piece, from 
Woonsocket, R. I., to Hackensack, N. J., in violation of section 
217. Asks applicable rate on shipments since Sept. 22, 1939. (Abner 
Pollack, 1148 Manor Ave., New York, N. Y.) 


28962, Mid-Continent Petroleum Corp., Tulsa, Okla., vs. 
Central et al. 

Alleges unreasonable rates, demurrage and transit rules op 
frustrated shipments of lubricating oil from Tulsa, Okla., to New 
Orleans, La., from May 24, 1941, to June 11, 1941, for export to 
Japan. Asks cease and desist order, waiver of undercharges, ang 
reasonable rates and charges for the future. (L. W. Witte, Box 
381, Tulsa, Okla.) 


28980, River Petroleum Corp. of New Orleans, La., vs. Yazoo % 
Mississippi Valley Railroad Co. et al. 

Alleges unjust and unreasonable charges sought to be collected 
on No. 2 fuel oil frustrated of shipment by vessel after Feb, 6, 
1942, after movement by rail from El Dorado, Ark., to Belle 
Chasse, La. Asks waiver of collection of difference between 4o- 
mestic and export rates. (Edwin F. Marx, 1006 Canal Bldg., New 
Orleans, La.) 


Buchman Manufacturing Co., Inc., Philadelphia, Pa., ys, 
Chicago, Burlington & Quincy Railroad Co. et al. 

Charges on feathers, received at Carnegie, Pa., from stations in 

Illinois, Iowa, and Missouri, from Dec. 23, 1941, to Jan. 3, 1949, 
in violation of section 1. Asks cease and desist order, and repara- 
tion. (C. Peyton Collins, 207 Rauch Bldg., Crafton, Pa.) 
Cleveland, O., vs. Advance Trans- 
portation Co. of Wisconsin et al. 
Alleges rate on paint or paint material of 16 cents for 100 pounds 
applicable between that part of Chicago north of, and including 
the north side of 75th Street and Milwaukee, in violation of sec- 
tion 216(E). Asks cease and desist order, reasonable rates for 
the future. (John B. Sanford, Cleveland, O.) 


Tllinois 


No. 28983, James Flett, dba James Flett Organization, Chicago, IIl., 


vs. The Pullman Company. 

Alleges refusal to make refund of monies paid for two Pullman 
tickets purchased, and unused, for transportation Dec. 18, 1942, 
of complainant and his attorney from Washington, D. C., to Chi- 
cago, Ill. Asks that defendant be required to state whether the 
space covered by the tickets for the trip, or any portion thereof, 
was sold to others, and, if so, that refund be required; also that 
tariff provisions applicable to refunds be amended to require de- 
fendant, when denying refund, to state whether the accommoda- 
tions reserved remained unsold, and if such space had been sold 
for any portion of the trip, that a refund, in accordance with the 
applicable tariff rates, be made for such portion. (James Flett, 
400 Madison St., Chicago, II.) 


No. 28984, Durez Plastics & Chemicals, Inc., Buffalo, N. Y., vs. C. M. 


St. P. & P. and N. Y. C. 

Rates and charges, chemicals (synthetic gum or resin), shipped 
Sept. 18, 1940, Seattle, Wash., to North Tonawanda, N. Y., in 
violation of section 6. Asks a cease and desist order, rates and 
reparation. (L. V. Brandt, 1811 Prairie Ave., Chicago, IIl., and 


Charles O. Swartz, 134 N. La Salle St., Chicago, Il.) 








June 21—Houston, Tex.—Ben Milan Hotel—Jt. Bd. 77: 
MC 1124 Sub. 34—Herrin Transportation Co., Houston, Tex., certifi- 
cate to extend operations. 


June 21—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 72: 


MC 67111 Sub. 1—Kain’s Motor Service, Inc., Logansport, Ind., cer- 
tificate to extend operations. 


June 21—Lincoln, Neb.—Hotel Cornhusker—Commissioner Porter: 


June 21—San Francisco, Calif.—St. 


Finance 14146—Application of C. B. & Q. for abandonment of line of 
railroad extending from Tecumseh Junction to Rockford, and 
abandonment of operation from Rockford to Beatrice, Neb. 


Francis Hotel—Examiner Fuller: 
FF-8—Howard Terminal, Oakland, Calif., permit. 

FF-21—Encinal Terminals, Alameda, Calif., permit. 
FF-27—Consolidated Freight Forwarding Co., Oakland, Calif., permit. 


June 21—Washington, D. C.—Examiner Johnson: 


1. & S. 5227—Peanuts, Ga.-N. C. to C. F. A. 


June 22—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 


Ex Parte MC-19—Practices of motor common carriers of household 
goods. 


June 22—Bismarck, N. D.—State Capitol—Jt. Bd. 300: 


MC 67610 Sub. 2—Auto X-Press, Bismarck, N. D., certificate. 


June 22—Charlotte, N. C.—Charlotte Hotel—Jt. Bd. 2: 


MC 68852—Carolina Transfer & Storage Co., Inc., Charlotte, N. C. 


June 22—Detroit, Mich.—Hotel Fort Shelby—Jt. Bds. 57 and 73: 


MC 3121 Sub. 5—Steel Trucking, Inc., Dearborn, Mich., permit to 
extend operations. 

MC 3261 Sub. 10—Kramer Bros. Freight Lines, Inc., Detroit, Mich., 
certificate to extend operations. 
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INCE Pearl Harbor, a miracle of expansion has been 
performed on one of America’s most vital weapons 
... the freight car. 


Not that its length or width or height has been 
increased. 


The gain has come in a fourth dimension... .efficiency. 
And many men and groups have contributed to that gain. 


The Army and Navy .. . the Office of Defense Trans- 
portation . . . the Shippers Regional Advisory Boards 
...and the million and a half railroad workers of 
America have all played important parts. 

But perhaps the greatest credit goes to the individual 
shipper. The man who .. . even at sacrifice of time, 
money and convenience .. . has given meaning to trans- 
portation’s war-cry, “Load them fast! Load them full! 
Unload them promptly!” 


Without his tireless and efficient cooperation, there 








could have been no fourth dimension to confound the 
Axis expectations. 


He may not get a medal for it. But he’s made possible 
a decisive victory . . . the record movement of 638 
billion ton-miles of rail freight in 1942. An increase 
of 71% over 1940 with less than 10% additional 
freight cars! 


From the Lessons of Today, the 
Transportation of Tomorrow 


The 125,000 workers on New York Central’s Water Level 
Route . . . like all who serve in America’s transportation army 
from coast to coast .. . are dedicated to Victory and a better 
world to come. Daily, they’re devising new short-cuts, new 
efficiencies. And when Victory is won, they'll draw upon these 
wartime lessons to provide still finer railroad transportation 
for the America of tomorrow! 


BUY MORE WAR BONDS AND STAMPS 


NEW YORK CENTRAL 


One of America’s Railroads—All United for Victory 








PEORIA GATEWAY—ALWAYS OPEN 


he 
of this sorvice 


There is a good deal to this service that P.&P.U.Ry. 


“Consist” 


PEORIA-GATE WAY 


renders in interchanging cars between the various 

trunk lines that enter Peoria. Between picking up the 

cars, classifying them, and delivering them to other roads, there is 
much to be done. 

We tap wheels, we look into journal boxes, and we check everything 
that can be checked to make sure that each car is fit to travel. If one 
isn’t P.&P.U.Ry. fixes it. The story of the lost horse shoe nail that 
in the end lost a battle is always in mind, and if P.&P.U.Ry. can help 
prevent any such occurrence it will do so. 

There are lots of P.&P.U.Ry. men on various fronts and we expect 
to meet them all face to face again someday and shake hands with 


ee P.&P.U.Ry. is 
One of Amoucas Ratlhoads 
— United for Victory 
PEORIA »» PEKIN 
UNION RAILWAY 


E. F. Stock, Traffic Manager 
Union Station, Peoria, Illinois 


SWITCHING SERVICE BETWEEN 


Peorla & Pekin Union Ry.; Chieago, Rock Island & Pacifle Ry.; Chieago & Nerth Western 
Ry.: Chleago & Ilinols Midland Ry.; Illinols Terminal Railroad Co.; Inland Waterways 
Cerp.: Minneapolis & St. Louis R. R.; Alton Railroad; Atchison, Topeka & Santa Fe Ry.; 
iMineis Centred R. R.; Pennsylvania Railroad; Peoria Terminal R. R.; Chieago, Burlington 
& Quiney Railroad; New York, Chicago & St. Louls Railroad; Cleveland, Cincinnati, 
Chieago & St. Louls Ry. (Peoria & Eastern); Toledo, Peoria & Western R. R. 


Don't Forget to Buy Those War Bonds 


fa RA, 
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Personal Notes 


Harry J. Lucier, assistant chief of the freight rate brang 


| of the Commission’s bureau of motor carriers, died at his hon 


in Washington, D. C., May 29, age 41. Mr. Lucier came to the 


Commission April 1, 1939. 


Clare B. Tefft, vice-president of the National Industria] 


| Traffic League, and for many years manager of the transpop. 


tation-foreign trade departments of the Toledo, O., Chamber of 


Commerce, was killed in an automobile accident near Toledo 
May 28. 


William E. Boyer, district freight agent for the Pennsy} 


| vania Railroad at Dayton, O., has retired after serving with the 
| company at Dayton for more than 52 years. 


Herman Seide, vice-president, Milwaukee Board of Harbor 
Commissioners, died May 25 after several months’ illness, He 


| was president of the Wisconsin State Federation of Labor. W, 


Ross Gates, a member of the commission, has resigned. He re 
cently moved his residence to a suburb of the city. The statute 
controlling the port authority requires that commissioners ye. 
side in the city. 

The Atlantic Coast Line Railroad has announced the fo- 
lowing appointments: E. W. Brown, division freight agent; 
W. W. Balkcom, Jr., general agent, and J. G. Lawrence, com. 
mercial agent, all at Tampa, Fla.; S. H. Reynolds, general 
agent, Palmetto, Fla.; Roy Green, commercial agent, Sanford, 
Fla.; R. E. Lewis, freight service agent, Savannah, Ga.; C. E, 
Brown, freight service agent, Wilmington, N. C. 

Howard M. Fletcher, assistant general passanger agent 
for the Northern Pacific at New York since 1927, has retired, 
Appointments at the New York passenger office include: Verne 
L. BeDell, general agent, in charge of the office; Lou House. 
holder, district passenger agent; H. A. Weller, city passenger 
agent; R. L. Tiedgens, city passenger and ticket agent. 

L. E. Luth, formerly manager for the Winona-LaCrosse, 
Wis., Joint Traffic Bureau, has been appointed director of 
traffic for the National Battery Company, St. Paul, Minn. 

W. J. Boewer has been appointed assistant general freight 
agent for the Missouri Pacific at St. Louis. 

Capt. Merritt C. Thiem, executive officer, operations divi- 
sion, sixth transportation zone, U. S. Army, Chicago, has been 
promoted to the rank of major. He formerly was assistant secre- 
tary and assistant traffic manager, Fibre Box Association, Chi- 
cago. Lt. Reed M. Titus has been appointed officer in charge of 
the Army Consolidation Station at Chicago, the largest such 
station in the world. He formerly served as vice-president for 
the Central Forwarding Company and affiliated companies, 
Chicago. 

L. B. Marsh has been appointed dairy freight agent at Chi- 
cago for the Baltimore and Ohio. E. N. Stevenson has been ap- 
pointed district freight agent at Decatur, II]. 

J. A. Wilson has been appointed assistant general freight 
agent for the Piedmont and Northern Railway and the Durham 
and Southern Railway, at Charlotte, N. C. 

Harvey J. Elwell has been appointed general manager of a 
synthetic rubber plant to be opened June 28 at Baytown, Tex. 
The government-owned plant will be operated by the synthetic 
rubber division of the General Tire and Rubber Company and 
the General Latex and Chemical Company of Cambridge, Mass., 
of which Mr. Elwell is president. 

William P. Whalen, manager of sales, Motor Cargo, Inc, 
Chicago, has been commissioned a lieutenant in the U. S. Army 
and ordered to report for duty at Indiantown Gap, Pa., June 8. 
Friends and business associates held a farewell dinner party 
for him at the Columbia Yacht Club June 5. 

The alumni association of the Freight Traffic Institute, 
Chicago, will hold its last regular meeting of the season, June 9, 
at the Midland Hotel. Joe Lyons, president, has announced a 
picnic and a golf outing will be held this summer. The institute 
will hold graduation exercises at the Midland Hotel June 12. 
Dinner will be served. L. H. Provis, dean of the faculty, will be 
master of ceremonies. Eugene F. Scudder, traffic managef, 
American Transportation Company, will be class spokesman. 

B. L. Majewski, chairman, Petroleum Industry Marketing 
Committee for District 2, Chicago, has announced appointment | 
of a manpower sub-committee to deal for the industry with the 
War Manpower Commission and the Petroleum Administration 
in matter affecting manpower problems in 14 middle western 
states. Appointed to the committee are: H. T. Ashton, Socony- 
Vacuum Oil Company, chairman; R. W. McDowell, Mid-Conti- 
nent Petroleum Corporation, vice-chairman; Joseph L. Nolan, 
Farmers Union Control Exchange; E. J. Webster, Phillips 
Petroleum Corporation; Phil T. Williams, Gaseteria; N. C. Beim, 
W. H. Barber and Company; Paul Kempf, Staebler-Kempf Oil 
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Company; A. A. Stambaugh, Standard Oil Company of Ohio; 
A. H. Pass, Standard Oil Company of Indiana. 

C. F. Germelman has been appointed assistant general 
freight agent, rates and divisions, American Barge Line Com- 
pany, Pittsburgh. 

E. Leo Boylan has resigned as assistant traffic manager, 
Kalamazoo Vegetable Parchment Company, Parchment, Mich., 
to become traffic manager for the American Box Board Com- 
pany, Grand Rapids, Mich. Melvin Lievense has been appointed 
assistant traffic manager, succeeding Mr. Boylan, and M. J. 
Terpstra, formerly assistant freight agent for the New York 
Central, has been added to the staff of the traffic department. 

Frank A. Plesser has been appointed head of a new office 
in the executive department of the Chicago, Rock Island and 
Pacific, at Chicago. The new office will handle the railroad’s 
insurance matters. John P. Robinson has been appointed super- 
intendent of refrigeration for the Rock Island lines at Chicago 
and Charles T. Rowley has been appointed superintendent of 
the western division, at Fairbury, Neb. 


W. S. A. RATE ORDERS 

The War Shipping Administration has issued rate advices 
Nos. 56 and 57, the former authorizing specified rates and sur- 
charges for tanker transportation of bulk petroleum and its 
products from the Netherlands West Indies to Cuba, the latter 
authorizing a specified rate and surcharge for like transporta- 
tion between Caribbean ports and Brazil. The rates authorized 
in both rate advices were made effective on loadings completed 
on and after May 29. 


ASSOCIATED TRANSPORT DELIVERS SUCTION HEATER 
Associated Transport, Inc., delivered a 9000-pound suction 
heater at a southeastern city late May 30 in time to permit 
opening of the new Florida pipe line on schedule June 1. The 
suction heater made its journey of 1000 miles, from Batavia, 
N. Y., in 72 hours. It was loaded on a trailer. Tractors and 
drivers were changed at Binghampton, N. Y., Baltimore, Md., 
Burlington, N. C., Greenville, S. C., and Atlanta, Ga. 


SHIP CONSTRUCTION RESERVE FUNDS 
Under provisions of H. R. 2809, introduced by Chairman 
Bland, of the House merchant marine committee, section 511 
of the merchant marine act, 1936, as amended, would be 
amended further so as to permit ship owners who have estab- 
lished ship construction reserve funds to establish also a re- 
placement fund, under section 112(f) of the internal revenue 
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code, with permission of the commissioner of internal revenye 
By complying with conditions prescribed in the bill, a depositor 
in a ship construction reserve fund would be permitted to make 
withdrawals from that fund without incurring any liability fo 
federal taxes. 

The House merchant marine committee has approved § 
163, exempting from federal taxes deposits in ship construction 
reserve funds, for a period of two years from the date a de. 
posit in such fund is made. As passed by the Senate, the }jj 
would have required that reserve funds be obligated for ney 
construction within a year from the deposit date. The Way 
Shipping Administration had advocated the one-year limitation 
(see Traffic World, March 6, p. 550). 


TRUCK TRANSPORT OF FARM PRODUCE 


Provisions of part II of the interstate commerce act would 
become applicable to for-hire motor carries transporting farm 
product and fish, under terms of a bill, S. 1148, introduced by 
Senator Lodge, of Massachusetts. The bill would amend section 
203(b)(6) of part II so as to leave the exemption contained 
therein applicable only to producers or private carriers of farm 
produce and fish. The proposed amendment is responsive to a 
memorial received by Congress from the General Court of 
Massachusetts (see Traffic World, May 29). 





STATE HIGHWAY DEBT 


Compilations made by the Public Roads Administration 
of the Federal Works Agency indicate that combined state 
highway obligations for 39 states having state highway debt 
Jan. 1, 1943, total approximately $2,433,901,213. New York 
tops the list with $477,927,709 while Idaho is at the foot with 
$289,834. States reported as having no state highway debt are 


Arizona, Indiana, Nebraska, Nevada, Oklahoma, South Dakota 
and Utah. 


SHIPBUILDING PROGRAM 


With the delivery of the Robert Lowry for service, one 
thousand Liberty ships had been produced, said Rear Admiral 
Howard L. Vickery, vice chairman of the Maritime Commission, 
The ship was delivered May 25. The first Liberty ship, the 
Patrick Henry, was delivered in December, 1941. 

The Liberty ship program was begun by the Maritime 
Commission under a directive from President Roosevelt call- 
ing for a standard type emergency cargo ship that could be 
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MERCHANTS MOTOR FREIGHT, INC. 


4.153 miles of 
daily service 
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@ Shipments of punched stee] mats must 
land at the front in condition for immediate 
use before deserts, beaches, marshes can be 
converted into safe landing fields for Ameri- 


can planes. Undamaged arrival is assured in 
the manufacturer's shipping room by use of the Signode System 








MOTOR CARRIER FINANCIAL MANUAL 


Exclusive Analytical Operating Reports to Compare Your Own 
Operating Figures With Motor Carriers in Every Section ! 


Now, through this exclusive service, you can get the factual operat- 
ing statistics of every Class | Motor Carrier in the country. You can 
compare them, item-by-item and recognize significant trends that will 
keep a proper perspective between your own business and others in 
every section of the country. The manual is issued quarterly, com- 
piled from official reports with the L.C.C. Your subscription now 
entitles you to. receive the complete 1942 Annual without additional 
cost. Write today for complete details and costs—and keep abreast 
of wartime trucking activities. 


TRANSPORT RESEARCH, Inc. 
924 14th Street, N. W. WASHINGTON, D. C. 





SYSTEM OF STEEL STRAPPING 


This is just one of the many war jobs performed by Signode Steel 


Strapping. 


Contact our nearest representative for practical shipping sugges- 


tions. Write us for Bulletin on Wartime applications of Signode. 


SIGNODE STEEL STRAPPING CO. ° 2613 N. Western Ave., Chicago, Illinois 


Brooklyn, N. Y.: 364 Furman St. . San Francisco, Calif.: 451 Bryant St. 


SIGNODE 


Signode Steel Strapping meets all Federal 
strapping specifications 
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requirements for tonnage. Holding to standard design, pre- 
fabrication, and assembly line methods, the shipyards had 
reduced the building time from 235 days to a Nation-wide 
average of 57 days from keel laying to delivery, said the 
commission. 





DUTY PAYMENTS ON SHIP REPAIRS 

Under provisions of a bill introduced by Chairman Bland 
of the House merchant marine committee, operation of existing 
law requiring payment of customs duties on ship repairs made 
in a foreign country or on equipment purchased in a foreign 
country would be suspended until after the war, with respect 
to vessels owned or bareboat-chartered by the War Shipping 
Administration. Provisions of the bill, H. R. 2838, would apply 
to vessels time-chartered by the W. S. A. if the war shipping 
administrator certified that such repair or equipment was neces- 
sary to the prosecution of the war. A like bill, H. R. 2839, was 
introduced by Representative Doughton, of North Carolina. 


WAR RISK CARGO LOSSES 

The War Shipping Administration has issued security order 
No. 5 instructing all general agents, time charterers agents and 
berth sub-agents of the W. S. A. to notify shippers or con- 
signees in the case of cargoes lost through war risk or by enemy 
action in accordance with a letter form prescribed by it. The 
letter form serves both as notification to cargo owners to file 
claims with their insurers and also as notification of freight due 
under terms of bill of lading. The order stated that it was not 
necessary to notify shippers or consignees of army, navy or 
Lend-Lease cargo. 


RADIO OPERATORS ON SHIPS 

The House Merchant marine committee has favorably re- 
ported H. R. 2612, extending for six months after July 1 or 
until the end of the war the effective date of legislation enacted 
Dec. 17, 1941, to prohibit employment of any person as a radio 
operator aboard any vessel (other than a vessel of foreign 
registry) if the Secretary of the Navy has disapproved such 
employment for any specified voyage, route, or area of operation 
and has notified the master of the vessel of such disapproval 
prior to its departure. 

H. R. 2750, to extend beyond June 30 the time in which the 
requirement of six months’ previous service as a qualified radio 
operator, on the part of at least one radio operator aboard each 
cargo ship, may be suspended or modified by the Federal Com- 
munications Commission, also has been reported favorably by 
the House merchant marine committee. 


CAR POOL FOR CARBON BLACK 


In a meeting of the War Production Board’s advisory com- 
mittee for the carbon black manufacturers’ industry, it was 
agreed that creation of a carbon black hopper car pool was 
imperative in order to maintain maximum efficiency with fewer 
cars of this type, the W. P. B. said, May 31. 

“As carbon black is shipped in bulk as well as in paper 
bags,” it said, “the use of special light-weight covered hopper 


UT 
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cars is required. A car pool, it was pointed out, would enable 
the industry to lease part of its fleet of cars to other essentig] 
industries whose products are not too heavy for this type of 
transportation.” 

The W. P. B. said that increased production of furnace 
type carbon black, used in rubber compounding, would meg 
both domestic and export requirements. 





PACIFIC CAR DEMURRAGE 
The Pacific Car Demurrage Bureau reports 39,356 cars held 
overtime in March, 1943, a percentage of 11.72, as compared 
with 36,149 in March, 1942, a percentage of 12. 


CANNED FOOD SHIPPING CONTAINERS 


In an announcement in which it explained that the prefer. 
ence rating of AA-4 heretofore accorded producers and ship. 
pers of such products had proved inadequate to meet their 
shipping container requirements, the War Production Board 
said it had acted to assure a sufficient supply of wooden and 
fibre containers for the shipment of canned foods or of glass 
food containers (except beverage bottles) and closures by rais. 
ing the preference rating to AA-3. The W. P. B. said its assign- 
ment of the new preference rating was embodied in its prefer. 
ence rating order P-140, as amended May 28. 


CHANGES IN DOCKET 

Argument MC C-301, June 4, Washington, D. C., canceled. 

Hearing |. & S. 5212, June 4, Denver, Colo., canceled and reas 
signed June 10, at Shirley Savoy Hotel, Denver, Colo., Examiner Fuller, 

Hearing W-592 and W-729, June 1, canceled and reassigned June 
4, Fort Shelby Hotel, Detroit, Mich., Examiner McGrath. 

Hearing, MC 39906 Sub. 1, Vallejo Express Co., Vallejo, Calif., set 
for June 4, Vallejo, Calif., Examiner Linn. 

Hearing |. & S. 5142, June 4, Duluth, Minn., postponed to date to 
be fixed. 

Hearing Finance 12545, June 3, Des Moines, Ia., canceled and reas- 
signed June 26, Kirkwood Hotel, Des Moines, Ia., Commissioner Porter, 





Classified Advertising 


RATES: $1.00 a Line, Minimum 3 Lines 





WANTED—Assistant to Traffic Executive, permanent position, 
essential industry with several middle west plants. Should be under 
45, draft exempt, well educated and experienced all phases of industrial 
traffic. For interview, describe qualifications fully, when available 
and starting salary desired. Box 119, Traffic World. 





WANTED—Traffic Assistant—for Traffic Department of large com- 
pany with plants throughout the United States. Must be thoroughly 
experienced tariff man, able to read and interpret tariffs for himself. 
Position permanent and chance for advancement. Give full particulars 
with references, salary desired. Box 120, Traffic World. 





TRAFFIC MANAGER—Class I motor carrier desires similar posi- 
tion with air or motor line. Excellent qualifications, draft exempt 
‘‘Duration’’ positions not considered. Box 121, Traffic World. 









AIR EXPRESS 


Fast, Dependable, Daily Service to 


SOUTH AMERICA 


For shipping details phone Railway Express Agency, Air Express Division. For passenger 


information consult any Air Ticket Office or any office of Pan American Airways System. 
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ACC PAN AWE RICAN GRACE AIRWAYS 


CHRYSLER BUILDING NEW YORK 


“Connecting with Pan American Airways at Balboa, C. Z.; Cali, Colombia; Corumba, Brazil; and Bueno Aires, Argentina 
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